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State Monopolies and Industry 
HERE is a general expectation that the Government will 
introduce a Bill to nationalise transport early in the next 
session of Parliament, but there is still no clear indication as 
to the form of the proposals which that measure will embrace. 
Recently industrialists have made some outspoken comments 
on the dangers of State control of industry. Sir Francis 
Joseph, in his presidential address to the Institute of Industrial 
Administration, said he was confident that members of the 
Institute could render greater service to the State in the pro- 
duction of goods for home and export than could possibly 
be hoped for if the matter was left in the hands of bureaucrats. 
To nationalise industries would create a spirit not only of 
frustration, but of despair, in the minds of those charged with 
the vitally important task of re-establishing British industry, 
and it was commonsense to suggest that fresh schemes of 
nationalisation would only weaken those efforts. He suggested 
that the State ownership of the mines should be used to test 
whether Government control and ownership was efficient and 
effective. Sir David Maxwell Fyfe, speaking before members 
of the National Union of Manufacturers, said he believed 
that in the field of every product whose sale had to be con- 
sidered, State ownership and State monopoly meant loss of 
liberty to the workpeople, diminution of enterprise, rise in 
the cost to consumer, and patronage in industrial appointments. 


Mr. R. H. Nicholls, C.B.E. 
The death of Mr. R. H. Nicholls at the age of 78 has 


severed a link with British railways of pre-grouping days. 
Mr. Nicholls was well known and deservedly popular as Super- 
intendent of the Line of the Great Western Railway from 
1919 until his retirement in 1932. He entered the service of 
the company in 1884, and the success which attended his 
career was due entirely to his own efforts. He succeeded as 
Superintendent of the Line, Mr. Charles Aldington, one of the 
most outstanding Superintendents ever associated with British 
railways, and the success which he achieved in following so 
remarkable a personality was all the greater because of that. 
Mr. Nicholls left the G.W.R. with its good name considerably 
enhanced in the matter of train speeds, safety, and generai 
popularity with the travelling public, notwithstanding the fact 
that the years during which he filled his office were marked by 
abnormal conditions, covering all the operating changes con- 
sequent on grouping. He was big in stature and in heart, 
and his outstanding personality and wide knowledge of traffic 
requirements and operating conditions were of great value 
in enabling his company to retain and attract traffic in the 
face of competing interests. A portrait and some biographicai 
details are published elsewhere in this issue. 


of * * 


Mr. James Clayton, M.B.E. 
Mr. James Clayton, M.B.E., 


67, retired eight years ago 


who has died at the age of 
from the position of Personal 
Assistant to the Chief Mechanical Engineer, Southern Railway, 
which he has held 1923. His career had brought him 
in contact with several railways, as well as private locomotive 
builders, for, as is shown in the biographical details which 
accompany a reproduction of a portrait of Mr. Clayton else- 
where in this issue, he first entered railway service in 1899 as a 
locomotive draughtsman on the old South Eastern & Chatham 
Railway. For some years after 1904 Mr. Clayton was at the 
Derby works of the Midland Railway, where he was closely 
associated with Sir Cecil Paget when the latter was engaged 
on the design and construction of his experimental engine 
which embodied eight single-acting cylinders with rotary valves. 
An article giving many hitherto unpublished details of the 
* Paget” locomotive and its construction was written by Mr. 
Clayton and appeared in The Railway Gazette of November 2, 
1945: it was subsequently reprinted as a pamphlet. 


since 


. ‘ * * * 
Railway Coal Supplies 

The serious coal position in industry generally and of the 
railways in particular, has been stressed again during recent 
days. Mr. Shinwell, the Minister of Fuel & Power, in open- 
ing the conference on “ Fuel and the Future” at the Central 
Hall. Westminster, last week, called for a voluntary cut of 
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10 per cent. by all consumers of coal, gas, and electricity, to 
avert a breakdown of supplies in the depths of winter. He 
warned the delegates that, although at the moment production 
was rising, consumption was far outstripping it, and stated 
that there were limits to the relief to be found from importing 
and using oil. Making every allowance for possible increases 
in production, and after arranging to reduce our present stocks 
to the utmost limit that we dared, there was a very grave 
danger of breakdown. Mr. V. M. Barrington-Ward, Divisional 
General Manager, Southern Area, London & North Eastern 
Railway, speaking at the same conference, pointed out that if 
the railways did not get coal in sufficient quality and quantity, 
the first to suffer would be the Ministry of Fuel & Power, 
for if there was a failure, the slowest moving traffic, the coal 
trains, would suffer. If the Ministry wanted coal moved from 
the pits promptly, it would have to give the railways the 
power to move it. 


Railway Papers at the Conference 

Among the papers which were submitted at the conference 
was one by Mr. A. W. J. Dymond, Assistant to the Chief 
Mechanical Engineer, G.W.R., on the design of steam loco- 
motives in relation to fuel efficiency. In this, Mr. Dymond 
referred to the oil-fired locomotives of which his company 
has had some experience in recent months, and he said 
that, compared with the coal-fired locomotive, they exhibited 
very much more rapid steam raising as a result of an increase 
in the firing rate, due to the almost instantaneous combustion 
of the oil. Mr. L. P. Parker, Locomotive Running Superin- 
tendent, Eastern Section (Southern Area), L.N.E.R., who 
spoke on locomotive operation in relation to fuel efficiency, 
said that the main-line railway companies in the past year 
had used about 14,500,000 tons of solid fuel in their loco- 
motives, which represented some 8 per cent. of the total 
cecal production of the country. There were the strongest 
possible incentives to use fuel efficiently, because of the cost 
to the companies and because the supply position of the 
grades of coal most suitable for use in locomotives was 
difficult. Mr. G. A. Musgrave, Locomotive Running Super- 
intendent (Western Section), Southern Area, L.N.E.R., ex- 
pressed the view that the railways suffered to some extent 
because of poor quality coal, and urged the need to eliminate 
dirt in the fuel at the source. He deplored the fact that it 
had been necessary to resort to oil-burning locomotives, 
because the use of oil would result in greatly increased 
working costs. Other spokesmen from railway companies also 
made similar points, and in particular stressed the need for 
better and cleaner coal for locomotive use. 

* * * * 


Institute of Transport Presidential Address 


It was natural that road transport should form the subject 
of Mr. R. Stuart Pilcher’s inaugural address as President of 
the Institute of Transport on October 14. Mr. Pilcher, who, 
for over sixteen years until his recent appointment as Chair- 
man of the Traffic Commissioners for the West Midland Area, 
was General Manager of the Manchester Corporation Trans- 
port Department, dealt first with some of the respective merits 
of tramway and bus operation for municipal passenger trans- 
port. He then referred to the question of providing transport 
for new housing estates or satellite or new towns, and pointed 
out that the questions arose as to which undertakings should 
provide the transport and whether the fares should be on an 
economic basis, or, if not, who was to meet any deficit which 
might arise. He thought it doubtful whether railway com- 
panies would undertake the construction of lines between city 
centres and satellite or new towns situated at some distance 
without an assurance that they would be protected by fares 
which would ensure sufficient traffic. Mr. Pilcher believes that 
the future of the road passenger transport industry is bright. 
Pointing out that there are over 400,000 persons obtaining a 
livelihood in the road transport industry, he concluded by 
referring to the scheme of transport education evolved as a 
result of the work of the National Standing Committee on 
Transport Education, from the Chairmanship of which he has 
recently resigned. An abstract of Mr. Pilcher’s address appears 
on another page. 
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Improving Transport Services in Argentina 

In our Overseas section this week, we report an intervie 
given by Sir Montague Eddy to the Buenos Aires Standard 
before leaving Argentina with the British mission, on which 
he had represented the British-owned railways. He deprecated 
the tendency to think of transport improvements only in terms 
of luxury diesel trains and air-conditioned coaches simil 
to those running in parts of the United States. Althoug) 
there were routes in Argentina where such services would 
appropriate, there was a tendency to demand them indiscrimi 
ately because of the publicity accorded to their operation 
other countries where conditions were not wholly comparab| 
Sir Montague Eddy maintained that it was nonsense to sa 
steam traction was obsolete, and he considered the steam loc« 
motive would render good service to Argentina for some tin 
to come. The problem of improving services to the southe: 
suburbs of Buenos Aires required special study, for pea 
loads occurred over a distance of only eight miles, and ther 
was the possibility that, after undertaking costly electrificatio 
schemes, the railways might find their traffic diverted to roa 
and underground services. Other suggested changes were mor 
promising, and plans had been prepared for electrifying thx 
Buenos Ayres & Pacific suburban lines, and for improvin; 
the B.A.G.S. La Plata services either by electrification or b 
diesel trains. 

* * * * 


Road and Rail Co-operation 

In our last week’s issue, we dealt briefly with the address 
of Mr. A. E. Sewell, Railway Chairman of the Road-Rail 
Conference, before the National Road Transport Federation 
Conference at Margate. Another sneaker at the Conference 
was Mr. Roger W. Sewill, Road Chairman of the Road-Rai! 
Conference, who dealt with some definitions arising under 
the recent proposals for co-ordination of rail and road sub- 
mitted by the railway companies and the Road Haulage 


Association to the Minister of Transport last July. Mr. 
Sewill said he preferred the word “ co-operation” to “co- 
ordination”; it meant “working together as distinct from 


cut-throat competition.” “ Co-relation” of road and rail 
rates meant that the rates charged by both bodies for similar 
services, although not necessarily the same, should bear some 
relation to one another. “Road factors” could be taken as 
practically synonymous with road costs. On the suggestion 
that the adoption of statutory rates would mean monopoly. 
and that statutory enforcement would lead inevitably to the 
buying up of small concerns by big combines, and that rail 
and road, by means of rate manipulation, would force traffic 
to pass as suited them, rather than in the way desired by 
the trader, Mr. Sewill said that the formidable competition 
of the “C” licence holder was the deciding factor in framing 
both road and rail rates. In the face of efficient operation 
by “CC” licence holders, road and rail rates could not rise 
above a fair level, based on road costs. These vates should 
not make it impossible for the small haulier to exist. 


Eo * * * 


The Rhine Bridges near Dusseldorf 


Elsewhere in this issue we record the temporary reconstruc- 
tion of the third Rhine bridge in the British Zone of Germany, 
the Diisseldorf-Neuss or Diisseldorf-Hamm northern bridge. 
Before the war, and until 1945, there were two bridges over 
the Rhine in the vicinity of Diisseldorf, known as the north 
and south bridges; both were demolished by the Germans in 
face of the Allied advance. The north bridge, carrying a 
double line, was built in 1868-70. It was some 2.600 ft. long 
and had four main lattice girder spans, each 360 ft. in length. 
In 1911-12 these four spans were replaced by steel arch spans, 
but the original flood or approach spans and piers still exist. 
The south bridge. which is only 105 ft. uvstream from the 
north, is similar to it in dimensions, and was constructed in 
1910-11. After its opening, traffic formerly carried by the 
north bridge was divided between the two bridges, goods trains 
continuing to use the north and passenger traffic being diverted 
across the then new south bridge. Both bridges remained 


unaltered from 1911 until their demolition in 1945; air raids 
during the preceding years had only slightly damaged them. 
The damage suffered at the hands of the retreating Germans 
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is described in the article on page 441. An earlier article on 
the Rhine bridges in the British Zone of Germany was pub- 
lished in our April 26 issue. 
* * * +. 
Transport of Cycles by Rail 
The sign “Cycle Store Full” became a familiar sight at 
siations during the war, and the practice of using the bicycle 
for transport between railway and home still presents problems 
of storage on station premises. We publish elsewhere a letter 
from the Chairman of the National Committee on Cycling 
welcoming agreement by the railway companies to consider 
oth the further provision of cycle racks and the best means 
of transporting cycles by train. Accommodation problems are 
iot the only ones presented by the bicycle. In Denmark during 
he war, for example, passenger trains had to be given con- 
iderably extended stops at stations to permit the traffic to be 
oaded and unloaded. The number of cycles carried by the 
Danish State Railways rose from 252,000 in 1938-39, to 
2.181,000 in 1944-45, and on July 3 and 4 in the latter year 
3,981 cycles were brought to Copenhagen Central Station for 
transport. On some days about 50 special wagons had to 
be loaded with cycles at this station alone. With cars in short 
supply and expensive, and public road transport vehicles 
liable to be increasingly subject to restrictions on standing 
passengers, the present is an opportune time for railways in 
this country to tackle a problem that has possibilities of 
increasing to formidable dimensions. 
* * a . 

The Block System in Switzerland 

A recent issue of the Bulletin of the Swiss Federal Railways 
gives interesting information on the development of block 
working in Switzerland. As in other countries, the trains at 
first were operated on the time interval system which prevailed 
on some lines for many years. 
Zollikofen on August 17, 1891, the authorities called for the 
adoption of the space interval on all Swiss lines as from 
July 1, 1892. Some, such as the Nordostbahn, had already 
adopted it. Several methods of working the block system 
were introduced, using telegraph or telephone messages or 
some simple communicating apparatus, and, later, lock-and- 
block mechanism, generally modelled on the Siemens & Halske 
system. Asa rule the expression “ block system” is not used 
unless some form of lock-and-block or automatic signalling is 
in service; simple block working, although of course based 
equally on the space interval, is called “train reporting,” a 
custom confusing to English readers. The station-to-station 
signal gong working, common on the Continent and made 
obligatory on all save secondary lines in Switzerland in 1884, 
supplements whatever other apparatus may be in use on a 
section. 


* * * * 


Gas Turbine Locomotives to be Built in U.S.A. 


In 1945, chiefly because of the threat to coal consumption 
by American railways resulting from the continued and rapid 
increase in the use of diesel-electric power, a company called 
Bituminous Coal Research Inc. was formed to examine every 
possible way in which steam engines using coal as fuel, and 
particularly locomotives, could be made more efficient. The 
company was promoted partly by the coal owners in the 
Eastern States, and partly by the major railways serving these 
coalfields. The first annual report presented in New York by 
Dr. John I. Yellott, the company’s Director of Research, shows 
that substantial progress has been made towards the production 
of locomotives with gas-turbine propulsion; indeed, the com- 
mittee has authorised the purchase of two full-size gas tur- 
bines and of specially-designed locomotives in which to mount 
them. The actual propulsion will be electric, and the gas 
turbines will be operated on pulverised coal, a method which, 
it is claimed, will give an overall thermal efficiency of 20 per 
cent. as compared with the normal 5 to 6 per cent. average of 
a steam locomotive of traditional design. Modern “coal 
atomisers ” will be used to pulverise coal to the necessary fine- 
ness, within the limitations of space and weight imposed on 
locomotives by the loading gauge, and small cyclone separators 
will remove 75 per cent. of the fly ash from the hot gas streams, 
which, relieved of their abrasive constituents, will then be suit- 
ably prepared to drive the turbine blades. 


After a serious collision at® 
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British Railways and the Future 


R. HERBERT MORRISON stated last year that “ there 
is only one justification for either nationalisation or 
private enterprise—that is, efficient service in the interest of 
the na.ion. If only nationalisation will secure this result, then 
we must nationalise. But if private enterprise can do it, then 
let private enterprise remain.” Fortified by the result of the 
referendum to their stockholders on the question of national- 
isation, the four main-line railway companies have just issued 
a booklet under the title “ British Railways and the Future,”* 
of which we print a summary on page 452. The general 
question of State ownership versus private enterprise is not 
argued, but the booklet suggests that the facts support the 
view of the railways that the transfer of their undertakings to 
the State at the present time would be quite unjustified. 

[he booklet describes the achievements of the railways 
since the amalgamation under the Railways Act, 1921; their 
work during the war years; and the steps they have taken 
during the first year of peace towards restoring their under- 
takings to their pre-war efficiency and securing the co-ordina- 
tion of transport. Reference is made to the serious effect of 
road haulage competition on the railways, which lost a good 
deal of high-rated traffic to the roads, but were left to carry 
the low-rated traffic without the compensating benefit which 
Parliament intended they should receive from the conveyance 
of high-rated merchandise. Mention is also made of the 
difficulties arising from the disparity of track costs compared 
with road hauliers, and the booklet suggests that some of the 
proposals for equalising the burden are worthy of investigation. 
It is added that the L.N.E.R. board has its own views on 
this matter, and it is a fair assumption that these are not sup- 
ported by all the other companies. This we regard as some- 
what unfortunate, as it seems to us that, in combating 
nationalisation, a united front is vital. 

After referring to the paramount necessity for repairing the 
railways and bringing them up to the highest possible standard 
of efficiency, the booklet gives some indication of the magni- 
tude of the task so far as it affects the repair of the permanent 
way and the overtaking of arrears of maintenance of loco- 
motives, carriages, and wagons. The scheme recently agreed 
with the road interests for the co-ordination of all road and 
rail freight transport is then outlined. As to the future, it is 
claimed that although the railways are concentrating on the 
restoration of their lines, equipment, and services, they are 
preparing a long-term programme of vast developments which 
should give the country one of the finest transport systems in 
the world. 

So far as the future operation of the lines is concerned, 
however, the railways express their belief that a complete 
fusion of the present systems into one single unit would be 
disastrous at the present time; that it would be a national 
calamity if their present organisations were to be scrapped; 
and that the railways already are under a form of public 
control more effective than would be possible under national 
ownership. They also believe that any user of transport 
should be free to use the particular service which best suits 
his purpose; that railways should be permitted to earn a 
reasonable return on their capital; that they should retain the 
statutory right to earn their standard revenues under the Rail- 
ways Act, 1921; that they should be empowered to make rea- 
sonable charges and build up reserves in times of prosperity 
which could be used to reduce charges in times of depression. 

Although the companies are against fusion into a single 
operating unit, they are anxious to extend the present close 
working arrangements between the companies. As to the 
future level of railway charges, they claim that if, on grounds 
of national policy, it is considered desirable to assist particular 
industries or sections of industries by reduced rates, the cost 
should be borne by the national Exchequer and not by other 
users of the railways. It is also urged that there is no longer 
any justification for continuing to deprive the railways of the 
de-rating relief granted to other industries since 1929. Tribute 
is paid to the experience and skill of the higher executive 
officers of the railways and the hard and loyal work of the 
rank and file which enabled such a high level of efficiency to 
be reached, and mention is made of the steps it is proposed 
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to take to enlarge and develop staff training schemes for the 
purpose of raising railway efficiency still further. 

In conclusion, the railway companies claim that they have 
met in full their obligations to the public in times of peace 
and war; that in no case has a State corporation provided as 
good a service as that afforded by the British railways; that 
to make a change in their present ownership would involve 
immense adminisirative and financial dislocation, and that the 
public interest would best be served by the existing organisa- 
tions working under the revised conditions mentioned. Finally, 
they claim that, with ramifications so wide and affecting so 
many interests, there should be a public inquiry before an 
impartial tribunal into the manner in which they have met 
their obligations, and into any scheme which the Government 
contemplates, before any nationalisation proposals are laid 
before Parliament. 

Although the facts produced amply demonstrate the reason- 
ableness of the companies’ claim for an impartial inquiry, we 
feel that this claim should have been made much earlier and 
much more forcibly than in the present booklet. The question 
of the nationalisation of the railways is so vital to the com- 
panies and to the nation that we should have thought that 
the railways would have made every effort much earlier this 
year, and possibly in association with the road hauliers, to 


bring home to the public the importance of a public inquiry 
being held before the nation was committed to the principle 


of nationalising the railways. It has already been stated in 
certain quarters that a Bill to nationalise transport is to be 
introduced during the next session of Parliament, and if this 
statement is correct, it will need all the efforts of the railways 
to persuade the Government to delay the passage of the Bill 
until such an inquiry has been held. 


* * * * 


Railways’ Big Development Programme 


NE of the most interesting portions of the railway 
companies’ booklet “ British Railways and the Future ” 
is that devoted to an ambitious programme of railway develop- 
ments which the companies have already commenced. So far 
as stations are concerned, they intend to reconstruct or improve 
about 60 main-line stations and a very much larger number 
of smaller ones. The exteriors of the larger stations will be 
of modern design, and spacious ticket halls, wide platforms, 
and staircases will be provided. Waiting rooms and con- 
courses will be attractively decorated and well lit, and special 
attention given to the need for improved toilet facilities. 
Refreshment rooms will be completely modernised by the 
adoption of the most modern standards of equipment and 
decoration. Where practicable, modern cafeteria services and 
snack bars will be provided and a more varied and appetising 
selection of refreshments supplied when the food position 
becomes easier. 
As to electrification, the booklet states that work has already 


been resumed on the Liverpool Street-Fenchurch Street- 
Shenfield electrification scheme; the electrified lines between 
North Acton and Ruislip: and, in conjunction with the 


L.P.T.B., the electrification of lines from Stratford to Loughton, 
Ongar, and Newbury Park. The completion of the Man- 
chester-Sheffield-Wath electrification scheme is to be resumed, 
and it is hoped that work will shortly commence on_ the 
electrification of the Oxted line. 

So far as the permanent way is concerned, apart from the 
heavy work involved in reconstructing bomb-damaged bridges, 
many others will be rebuilt to take heavier loads; the 
approaches to busy junctions and stations will be improved; 
the use of flat-bottom rails and concrete sleepers extended to 
supplement timber; and experiments are being continued with 
the use of longer rails, mechanised packing of ballast, pre- 
fabrication of permanent way, and the more general use of 
mechanical appliances. 

A five years’ programme for the construction of locomo- 
tives, carriages, and wagons will occupy fully the capacity of 
railway workshops. New standard types of engines are being 
designed which incorporate many new features. Gas-turbine 
engines are being constructed based on jet-propulsion prin- 
ciples and experiments are being made with steam turbines 
and diesel-electric engines. The new passenger coaches now 
being built embody the results of research carried out during 
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the war with the experimental use of new light-metal alloy 
plastics, laminated wood, new springing devices, the lates 
designs of upholstery and fittings, thermostatically controlle 
heating, and fluorescent and other types of lighting. New 
freight rolling stock is being built to the most modern desigi 
and many wagons will be of a higher capacity. Many ne 
vacuum-brake vehicles are being built to enable more expre: 
goods services to be run. 

Many improved signalling and telecommunication arrange- 
ments and appliances are being introduced to enable a wider 


area of line to be controlled from a central point. Coloui 
light signalling is being extended to increase the running 


capacity of the lines, and further developments in automatic 
train control are planned. Carrier wave telephony, tele- 
printer, and automatic exchange services are being extended 
to facilitate traffic operation, and research and experiment 
into the application of radar and radio to railway operation 
are in progress. 

An extensive programme has been prepared for the recon- 
struction, improvement, and mechanisation of motive-powe: 
depots, marshalling yards, and goods depots. So far as hotels 
are concerned, first attention will be given to re-conditioning 
those which have now been de-requisitioned by the Govern- 
ment. The companies also propose to build new hotels at 
Swindon, Cardiff, Swansea, Looe, and Birmingham, and to 
rebuild completely the Palace Hotel, Aberdeen. Other plans 
include the modernisation of the Great Northern Hotel, Kings 
Cross, Charing Cross Hotel, when the site of the station has 
been settled, the Royal Hotel, Grimsby, the Station Hotel, Aber- 
deen, and the recently acquired Grand Pump Room Hotel, 
Bath. Improvements and enlargements will also be carried 
out at a number of other hotels. Holiday camps are being 
developed through the railway ownership of Thos. Cook & 
Son Ltd. Prestatyn Camp was opened this summer, a holiday 
ehotel was opened at Farringford, Isle of Wight, and others 
will be established as circumstances permit. 

Extensive modernisation schemes are in hand for the rail- 
way dock facilities at many places, including Fleetwood, Hull 
and Folkestone, and a dock terminal is to be provided at 
Southampton for the s.s. Queen Mary and Queen Elizabeth 
which will be a great advance on any similar structure in any 
part of the world. Many new works are to be carried out at 
the South Wales Docks, including the enlargement of a dry 
dock, and ocean passenger accommodation at Plymouth is to 
be rebuilt. Five new steamboats are under construction for 
the Irish cross-channel services; a new steamer is being built 
for the Harwich-Hook of Holland route; a new train ferry; 
a new passenger steamer for the Channel Islands route which 
will be fitted with an improved design of stabiliser with 
anticipatory control to prevent rolling; a diesel cargo ship for 
the Channel Islands routes; three diesel ships for the Isle of 
Wight routes, and a new paddle steamer for the Clyde. 

Although a good deal of the vast expenditure involved 
doubtless will be met from the £120 millions which has been 
accumulated in the maintenance trust funds set up under the 
Railway Control Agreement to meet the cost of deferred main- 
tenance, it is clear that a very substantial amount will have 
to be financed by the companies, and it is of interest that their 
booklet states they do not expect any difficulty in securing 
the necessary finance. 


“ * * Be 


L.N.E.R. Alternative to Nationalisation 


MMEDIATELY after the publication of the booklet “ British 

Railways and the Future,” the board of the London & North 
Eastern Railway issued a much shorter and more concise 
memorandum bearing the title * The State and the Railways.’* 
From the summary given on page 453 it will be seen that, 
although the L.N.E.R. board fully supports the view and recom- 
mendations contained in the four-company booklet, it thinks 
these proposals should be supplemented by,a scheme for deal- 
ing with two of the major problems that face the railway 
industry, namely, the disparity in track costs as between rail 
and road, and the need to raise new capital on the most 
favourable terms for widespread modernisation and improve- 
ment schemes. 


***The State and the Railways.” The London & North Eastern Railway 
ok 


Company, Dorset Square, London, N.W 
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It has accordingly drafted certain proposals to provide a 
long-term solution to these problems and a practical alterna- 
tive to the nationalisation of the railways, Briefly, it suggests that 
the Government should purchase on behalf of the nation on a 
capital basis to be agreed, certain land and works, including 
the signalling of the tracks, that is, generally the fixed assets 
(but not the rolling stock) required for the operation of railway 
traffic. It suggests that the Government should then grant 
each main-line company a long-term lease of those assets and 
that each company should maintain and operate its lines for 
the period of the lease. It would be necessary to calculate 
the rental to be paid to the State in such a way as to secure 
that the railways are placed on an equality with road transport 
as regards the incidence of track costs. This could be done 
by assessing the rent at an amount equal to the interest pay- 
able on the stock issued by the Government, less a fixed per- 
centage allowance. Any net saving to the railways would be 
passed on compulsorily to the public by reductions in rates, 
fares, and charges, thus easing the problem of correlation of 
rail and road rates. Finally,.the Government stocks issued te 
the railways would be transferred by them only to enable them 
to raise sums required to finance schemes for new works of 
a capital nature, such as electrification, new rolling stock ete., 
and stock would only be released for this with the approval 
of the Minister of Transport and the Treasury. 

The L.N.E.R. board is to be congratulated on the prepara- 
tion in broad outline of a most ingenious scheme which appears 
to have attracted at least as much attention as the four-com- 
pany demand for a public inquiry. We feel it is a little 
unfortunate, however, that the four companies did not reach 
unanimity as to the best practical method of dealing with the 
twin problems which the L.N.E.R. board has so ably outlined. 
Careful examination of the L.N.E.R. scheme will doubtless 
give rise to many queries on such matters as the nature and 
extent of the fixed assets to be acquired. If these include 
passenger or goods stations, will not road operators have a 
right to demand similar treatment? Again, will the assets 
include marshalling yards, sidings, etc., not part of the running 
tracks? If the answer is in the affirmative, will not the apostles 
of nationalisation logically argue that instead of purchasing, 
say, 75 per cent. of the railway undertakings without control, 
it would be far better to purchase 100 per cent. and obtain 
complete control? 

Even if the scheme appeals to the Government at this late 
stage, difficulties undoubtedly would arise as to the determina- 
tion of “ the capital basis to be agreed,” on which there would 
probably be wide divergence between railway and Government 
views, and the calculation of the rent to be paid to the State 
by the railways in such a way as to ensure that “ the railways 
are placed on an equality with road transport as regards the 
incidence of track costs.” Road transport operators generally 
would, we imagine, wish to say a lot on this point. 

The four-company booklet states that other schemes have 
been propounded for equalising the burden of track costs. We 
understand that one of these suggests the pooling of track 
costs by all forms of inland transport and their division among 
the various operators on the basis of an agreed figure per 
£1,000 of gross receipts. There are other schemes which could 
be propounded, and even if the present L.N.E.R. scheme is not 
adopted, its publication will be justified if it causes the Govern- 
ment to inquire into the best means of solving the problem. 

= * * * 


Reorganisation of Coal Distribution 


N October 1, the Coal Industry Society met at the Sir 
John Cass Technical Institute, London, to hear an 
address from Mr. John Charrington on the “ Reorganisation 
of Coal Distribution.” As any important change in the 
system of distributing coal would affect the transport of 
mineral traffic by rail, we are glad to give a brief summary of 
Mr. Charrington’s views. He said emphatically that the coal 
merchants would never get back to the state of independence 
prevailing before the war. Seeing that the National Coal 
Board had been appointed with the intention of having the 
coal industry on progressive, prudent business lines, the distri- 
butors should put their house in order if they wished private 
enterprise to continue. Wholesale merchants should introduce 
better methods of handling and curtail the cost of delivery. 
A higher standard of technical training was needed for their 
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staff, and that could be provided more readily if wholesale 
firms got together and formed fewer, but larger, units. 

There would still be need for factors in dealing with house 
coal. In the retail or depot trade, margins of profit might have 
to be cut. Efficiency must be secured by such means as 
substituting mechanical appliances for the old-fashioned man- 
handling of coal. The conditions under which men worked at 
many of the siding depots were unsatisfactory, and should be 
reformed so that a better type of labour could be recruited. 
The public would also have to be educated in the use of coal 
and coke and advised about the installation of economical 
grates and stoves in their houses. Research into these matters 
and a technical service for householders could be undertaken 
only on a co-operative ‘basis. 

So far as we can judge, a reorganisation on the lines proposed 
would be to the advantage of the railways. It would be 
easier for the Mineral Managers to deal with a limited number 
of substantial merchants than with a multitude of small dealers. 
Some shunting of wagons in marshalling yards and at coal 
depots would be avoided. The turn-round of wagons almast 
certainly would be improved, and the best use could be made 
of the available siding and stacking accommodation. 

The railways, as well as the coal distributors, stand to gain 
if the consumption of solid fuel, for domestic and workshop 
purposes, can be maintained in spite of the competition of gas 
and electricity. Mr. Charrington has done useful service by 
suggesting definite means of reaching that goal. 


Railway Charges Inquiry 


i ie Charges Consultative Committee sat daily last week 

in connection with its inquiry into the level of railway 
charges for 1947, but it is expected that the public inquiry 
will be closed by the end of this week. Forecasting railway 
receipts, like weather forecasting, is always a tricky business, 
and evidence given last week on behalf of the Ministry of Fuel 
& Power emphasised this point. The Ministry some months 
ago furnished the railways, in anticipation of this inquiry, with 
figures indicating that coal production in 1947 would be 177 
million tons deep-mined and 9 million tons opencast, a total 
of 186 million tons. On this basis Mr. Pope estimated that 
railway carryings would be 144-6 million tons. 

Shortly after the public inquiry opened, however, the 
Ministry indicated that it desired to revise its estimate. One 
of its officials gave evidence last week and explained the 
numerous difficulties and imponderables involved in estimating 
coal output for 1947. On the basis of numerous assumptions, 
he estimated that the total output would be between 187 and 
200 million tons if the miners had one week’s holiday and 
between 184 and 196-2 millions if they had two weeks’ holiday. 
One statistician present worked out, however, that to make 
allowance for all the variations and considerations mentioned 
by the witness, it would be necessary to calculate 162 different 
figures of output in 1947! At any rate, it seemed clear that 
the latest estimates of the Ministry were more optimistic. 

Strangely enough, however, the Minister himself on the next 
day made an urgent public appeal for a 10 per cent. saving in 
fuel to avoid the danger of a breakdown during the winter! 
A witness representing the National Coal Board argued that on 
the basis of the existing charges, there should be a surplus in 
1947 of something like £20 millions over the £38 millions 
payable to the companies, and, even allowing for the addi- 
tional expenditure which presumably would be necessary for 
working the additional traffic which he expected, he felt that 
the existing charges could well be reduced and not increased 
in 1947. This general argument was followed by another 
witness who suggested that in any case a £10 million rebate 
could be given off the existing charges in 1947. 

A witness for the British Iron & Steel Federation revealed 
for the first time some previously confidential information 
indicating that an additional 24 million tons of semi-finished 
steel would be imported in 1947, which obviously the railways 
could not have included in their estimates. He also argued 
that, although steel prices had risen by about 60 per cént., 
this was not justification for a further increase in railway 
charges. He stated that the proposed increase would involve 
iron and steel prices being raised by 4s. per ton, and, in the 
national interest, felt that if any increase was necessary, the steel 
industry should be dealt with as lightly as possible. 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


New Third Class Coaches, L.M.S.R. 


Cambridge, October 7 
To THE Epitor OF THE RAILWAY GAZETTE 

Sir,—Two things strike one forcibly on examining the details 
of the L.M.S.R. coaches given in your October 4 issue. In 
the first place, the railway company seems to be providing 
the equivalent of first class accommodation for third class 
passengers. The handsome vehicles depicted in your article 
are superior in most respects to nearly all the “firsts” to be 
seen in the Cambridge district. 

My second comment is that a tare weight of 30 tons 14 cwt. 
for carrying a normal load of 42 passengers seems excessive. 
The railways cannot afford to haul 144 cwt. of deadweight for 
each passenger. In these days of light constructional materials, 
it should be practicable to reduce the tare considerably. The 
subject might be explored by the railway research organisations 
with great profit, as an obvious means of conserving costly 
locomotive fuel. 

Yours faithfully, 
EAST ANGLIAN 


Concrete for Railway Construction 


Huntington Hall, 
York. October 5 
To THE Enitor OF THE RAILWAY GAZETTE 

Sir,—In view of the extensive reconstruction schemes now 
being undertaken by the railways and the acute shortage of 
skilled labour, is it not strange that concrete is not being much 
more generally used in this country? Hitherto, reinforced 
concrete and mass concrete seem to have been understood 
only by the specialist; but concrete may be adapted to prac- 
tically every known type of structure. The methods of calcu- 
lation are numerous, and in most cases very effective, and 
although based on certain assumptions give satisfactory 
results, as is proved by laboratory tests and the practice of 
many years. Moreover, concrete has stood up to bombard- 
ment in a remarkable manner, It is, therefore, peculiarly 
suited to railway work, from the most trifling repair to the 
largest and most important construction. But the necessity 
for high quality cement and careful grading must always be 
kept in mind. 

Though the works of Professors Abrams, Fuller, and 
Bolomey have world-wide recognition, certain erroneous beliefs 
still persist in everyday practice, one of the most serious being 
that crushed stone aggregate is superior to more rounded stone 
such as shingle, river, or pit ballast. The belief is founded on 
the idea that angular stones will interlock, that the cement will 
get a better hold on them, and that, as a result of this better 
bond, the concrete will be more resistant. This idea is sup- 
ported by the fact that in what may be termed nature’s con- 
cretes a coarse-edged breccia is sometimes more resistant 
than a round-pebble conglomerate. No parallel, however, 
exists, for in a hard breccia of siliceous matrix the cement is 
often harder than the stones, whereas in good concrete it is 
the stone, much harder than the cement, which transmits the 
effort. 

The stones in a rounded aggregate tend to arrange them- 








An Italian State Railways power-bogie locomotive 
on a Bologna- Milan goods train 
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selves in such a way as to occupy a minimum volume, giving 
a denser concrete, whereas sharp-edged stones will fall anyhow 
and may easily have point contacts resulting in excessive con- 
centration of effort. Moreover, in broken stone the process of 
crushing often sets up hair cracks which greatly reduce the 
strength of the aggregate; this is especially noticeable in store 
having a definite cleavage plane. Broken stone, if not carefully 
washed, is covered with a fine floury dust, which hinders the 
adherence of the cement. The cost of crushing is also an 
important consideration. 

However, the greatest advantage of a round-stone aggregate 
over one of broken stone is that the same workability can be 
obtained with much less mixing water; for the proportion of 
sand to gravel must be higher with broken stone than with 
round ballast, and therefore a higher water/cement ratio is 
needed to obtain a determined workability. This alone would 
be a sufficient reason for using round stone, as it is a well- 
known fact that the strength of concrete is inversely propor- 
tional to its water content above the minimum required for the 
complete hydration of the cement. 

The following point must also be stressed: The aggregate 
constitutes a filling permitting, with round stones and correct 
grading, a diminution of the volume of cement paste, and 
hence an economy. Laboratory experiments confirm that 
concrete with rounded aggregate is more compact; therefore, it 
has a higher modulus of elasticity, a smaller shrinkage, and : 
better resistance to frost and chemical action. It will transmi! 
efforts through firmly bearing stones, will show ample 
adhesion between cement and aggregate, and, other things 
being equal, will be stronger than that with broken stones 
If the grading is properly done and standard methods of calcu- 
lation are used, no railway engineer need hesitate to use 
concrete for any type of work whatever. 

Many countries for a long time have been in the position 
with regard to steel and skilled labour, in which Great Britain 
finds herself today. In these, concrete has almost entirely 
superseded steel in railway work. May I mention, as an 
example, the new Lorraine bridge at Berne, which carries four 
tracks over a single span of 500 ft.? 

Yours faithfully, 
M. D. BRISBY 


Power-Bogie Electric Locomotives 


28, Downs Park West, 
Bristol, 6. September 30 
To THE EDITOR OF THE RAILWAY GAZETTE 

Sir,—In your issues of September 6 and 20 you published 
letters referring to the Italian State Railways Group “ E636” 
electric locomotives. I enclose two photographs taken by me 
in Milan Rogoredo yard earlier this year. In the view of one 
of the locomotives working a Bologna-Milan freight train, the 
second wagon from the locomotive is the standard Italian 
design for bulk wine transport. The other illustration shows 
locomotive E.636.021 standing in Milan Rogoredo yard await- 
ing arrival of a freight train conveying Swiss import traffic 
from Geneva Docks to Chiasso. This traffic is normally con- 
veyed in full train loads from the ports of Genoa and Savona 

to Switzerland via Domodossola or Chiasso. 

Yours faithfully, 

E. J. N. HAYWARD 











Power-bogie locomotive in Milan Yard waiting to 
work a goods train to Chiasso 
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The Marshalling Yard at Hamm 


Greenbanks, Oakfield Road, 
Shrewsbury. October 3 
To THE EDITOR OF THE RAILWAY GAZETTE 

Siz,—Your issue of August 16 had an article dealing with 
bomb damage to the Marshalling Yard at Hamm. Your readers 
may be interested in some further details of the damage sus- 
tained, and of the repair work carried out after VE-Day. 

Hamm lies in the area covered by the Reichsbahn Direktionen 
at Essen. Until early in June, 1945, control over this area was 
exercised by the American Forces, who had interest in their 
main L. of C. Duisburg-Dortmund-Hamm, with sufficient mar- 
shalling facilities for military traffic only. At the date of the 
hand-over to the British Forces, work had not begun on repairs 
to Hamm Yard, since the yard at Heessen, east of Hamm, was 
less damaged and had a wagon capacity of 1,000, more than 
sufficient for military needs. 

The raid on Hamm on April 22, 1944, virtually put an end 
to Hamm as a useful marshalling yard. The German record 
plan of the raid showed less than | per cent. of the bombs out- 
side the target area, the most spectacular strike being the com- 
plete demolition of the centre of the three hump control 
cabins. By VE-Day the yard was completely out of use; one 
hump and all the Frélich hydraulic railbrakes were undamaged, 
but could not be used because the sidings were choked with 
wrecked and derailed stock. The Germans had made little 
impression on the mass of wreckage owing to lack of crane 
power, which had been withdrawn early to the East. It was 
not until R.E. assistance was provided in the form of two 
“D8” bulldozers, and a W.D. 45-ton crane was made available, 
that they were able to clear sufficient of the sidings to get the 
north hump open for traffic from the east, and the south hump 
for traffic from west to east. Judging by the interest taken in 
the bulldozers by the Reichsbahn staff, it is doubtful whether 
this type of plant had been used previously by the Germans 
for clearance work. 

Great difficulty was experienced in obtaining labour for the 
repair work, owing to the Military Government requirements 
for labourers in clearing débris and repairing houses in Hamm. 
This was overcome partly by transferring from Hamburg 
evacuee Reichsbahn personnel of all grades who were accom- 
modated in living trains on the site. By November, 1945, suffi- 
cient work had been carried out to raise the traffic capacity of 
the yard to 2,000 wagons a day, the general principle being to 
repair so as to keep pace with coal traffic and the industrial 
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revival in the Ruhr; thus it will be many years before Hamm 
is once again a yard with 200 tracks. The publication of ex- 
tracts from the British Zone Review in The Railway Gazette 
leads me to suggest that copies of the review be made available 
to public libraries for perusal by the general public, since owing 
to lack of press space, little is made known in this country of 
the activities of the many branches of the Control Commission 
for Germany. 
Yours faithfully, 


Cc. W. EDWARDS, 
Late Lt.-Col., R.E., A.D.Tn. (Way & Works), Essen 


Transport of Cycles by Rail 


National Committee on Cycling, 
Hastings House, Norfolk Street, W.C.2. October 7 
To THE EpITor OF THE RAILWAY GAZETTE 

Sir,—Britain’s 14,000,000 cyclists (their estimated strength 
today) will be grateful to the railways for agreeing, after dis- 
cussion with us, to consider how bicycles ought to be carried 
by passenger train and stored at railway stations. 

In London, only one of the big termini (Charing Cross) 
claims that its storage room for bicycles is sufficient, and, out- 
side London, many towns, big and small, are no better off. 
Nobody expects the railways to have their storage in order 
the day after tomorrow. The war has hit them badly and 
created bigger problems for some than for others. What we 
may now hope is that they will all follow the lead of the 
Great Western, which already has undertakem. to provide 793 
more cycle stands at its stations. 

The safe carriage of bicycles on passenger trains is an easier 
problem. All that is needed is a row, along the luggage van 
roof, of, say, a dozen hooks, costing about 24s., to which 
bicycles may be slung. Switzerland, Belgium, and France 
already have adopted the idea, recommended by the Inter- 
national Touring Alliance as a standard design. For years 
our own railways have lagged behind the rest of Europe in 
their attitude to the bicycle, and we welcome their decision 
to review the situation. If they do accept this simple device, 
they will find that it is not only a blessing to cyclists but a 
convenience to their own staffs, a saving in claims for damaged 
bicycles, and an added inducement to cycling tourists from 
this and other lands to see Britain first. 

Yours faithfully, 


H. R. WATLING, 
Chairman 
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Publications Received 


Commercial Model Making. By P. R. 
Wickham. London: Vawser & Wiles 
Limited, 644, Forest Road, Walthamstow, 
E.17. 7i in. x 5in. 96 pp. Illustrated. 
Price 5s. net—Although he has written 
primarily for the aspiring professional 
modeller, the author hopes that the hob- 
byist will find plenty of interest in these 
pages. He points out that with its “ three 
dimensions ” the model is the perfect dis- 
play medium. Not only can it exhibit 
in parvo some existing machinery or 
building, but it can also enable us to see 
the “shape of things to come.” Over 
twenty pages are devoted to railway 
modelling, and the enthusiast will discover 
some stimulating ideas, particularly in the 
remarks on scenic work. 


Control of Railway Traffic Operations 
by Telephone and Teleprinter: by Major 
H. L. Carter, LE., M.I.R.S.E. Technical 
Paper No. 317. Published by the Railway 
Board, Government of India, Delhi. 134 in. 
x 8} in. Photographs and diagrams. 
Price Rs. 2, or 3s.—The author of this 
publication, who is Planning Officer for 
Telecommunications to the Railway Board 
in India, was led to deal with the subject 
partly because of the absence of books 
covering it completely. At the present 
time the subject is of considerable interest 
in India, where both train and traffic con- 
trol—between which Major Carter dis- 
tinguishes carefully—are likely to find a 
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tion in various parts of the country. The 
booklet describes the ways in which con- 
trol systems may be made to operate, with 
devices such as pegging boards and 
graphical charts to assist the operators, 
refers to some of the apparatus used to 
effect communication and discusses the 
arrangement and equipment of control 
rooms. There is also a chapter on the 
design and operation of circuits. The 
importance of loyal collaboration between 
the railway staffs and the post and tele- 
graph department, which in India usually 
maintains the line circuits as distinct from 
the apparatus itself, is stressed particularly. 


Air Transport. By E. D. Weiss. Lon- 
don: Art & Educational Publishers 
Limited, 54, Bloomsbury Street, W.C.1, 
and Glasgow: 19, Waterloo Street, C.2. 
74 in. x 5 in. 59 pp. Illustrated. Price 
2s. 6d. net.—An international authority cn 
his subject, Dr. Weiss presents within a 
small compass a clear and concise review 
of the economics of global air transport. 
He is impartial in weighing the pros and 
cons of air travel, pointing out that where 
the very speed of the aircraft gives an 
inconveniently early or late arrival, the 
traveller may prefer to travel overnight 
in a comfortable sleeping car. Especially 
with short journeys, speed is no substitute 
for infrequent service, and the journey 
time to and from the airport is an impor- 
tant factor. Where, however, physical 
obstacles intervene and where special com- 
modities have to be transported urgently, 


some time the airways will have to follow 
lines of communication and serve centres 
which land and sea transport have de- 
veloped; direct trans-Polar and_ trans- 
Pacific flights are not yet remunerative 
enterprises. Such are some of the points 
which the author lucidly discusses. The 
book is provided with maps and illustra- 
tions of airports and aircraft. Particularly 
valuable to the student is a bibliographical 
note. 


_ The War Effort of Sulzer Bros.—An 
important part of the work of Sulzer Bros. 
(London) Limited, during the war years, 
was the servicing of Sulzer and other 
makes of heavy oil engines for warships 
and merchant vessels, and for locomotives 
and stationary plant. These numbered 
many hundreds, and totalled 1,500,000 h.p. 
More than 1,000 cylinder liners were sup- 
plied in the servicing of these engines, 
and the magnitude of the problem can be 
gauged from the fact that these engines 
ranged from 80 to 12,000 h.p., in cylinder 
sizes of from 90 to 820 mm. bore. Among 
other activities, not only were the standard 
products of the firm made in numbers 
never envisaged in days of peace, but 
entirely new products, such as Bailey 
bridges and Radar equipment, machine 
tools, oil pipe lines, portable forges, fire 
pumps, Fido equipment, etc., were manu- 
factured in large quantities. Many excel- 
lent photographic reproductions are given 
in this brochure, and the accompanying 
text makes interesting reading. 
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The Scrap Heap 


MISTAKEN IDENTITY 

A telephone message to Scotland Yard 
that two escaped prisoners of war had 
boarded a Portsmouth to London train at 
Guildford, resulted in two men being de- 
tained for questioning by the police when 
the train arrived at Waterloo. At Ken- 
nington Police Station they were able to 
establish their identity as two holiday- 
makers who had spent the day boating and 
swimming at Guildford and were able to 
return to their homes. 


* * . 


STILL More Civil SERVANTS 

A White Paper presented to Parliament 
on September 8 by the Financial Secretary 
to the Treasury shows that in the quarter 
from April 1 to July 1, the number of civil 
staffs employed in Government Depart- 
ments increased by 13.499 from 695,950 to 
709.449. The civil departments increased 
their staffs by over 19,000, and the revenue 
departments by 7.860. A_ seasonal in- 
crease of 9,395 in the staff of the Ministry 
of Food was greater than usual, partly be- 
cause of the preparations for bread ration- 
ing. od 


* * * 


PENICILLIN TRAIN COLLECTIONS ON 
SOUTHERN RAILWAY 

Over 80,000 people visited the Penicillin 
Exhibition Train during its recent tour 
over the Southern Railway system, as a 
result of which £5,000 was contributed to 
St. Mary’s Hospital, Paddington. Particu- 
larly notable efforts were made at Water- 
loo and Victoria, where over £70 a day 
was collected: and also at Bexhill, 
Brighton, and Richmond, where figures 
averaged over £45 a day. Brighton and 
Bournemouth contributed £340 and £306 
respectively. Apart from the £5,000, many 
donations were sent direct to St. Mary’s 
Hospital by people who had visited the 
train. 


The 
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A POUND A WEEK FROM A 
THOUSAND A YEAR 
Mr. Woodburn, Parlia- 
mentary Secretary to the 
Ministry of Supply, 
recently gave some 
examples of the effect of 
tax on net income in a lec- 
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Delays seem like dallying 


When you have to leave a patron 
for any reason, be sure he under- 
stands why and how long you will 
be gone. Unexplained delays are 
apt to seem like dallying, stalling, 
inefficiency. So always try to set 
a time limit, and then get back 
before the customer expects you! 


ture at the week-end school 
of the National Council of 
Labour Colleges. Mr. 
Woodburn said: “ Today, 
to have a net income of 
£6.000 after paying tax, a 


person has to have a gross income of 
£100,000 a year. To give such a 
man another £1.000 a year gross would 


give him about £50 net a year. To try 
and give such a man a further £1,000 a 
year would require an extra gross income 
of about £50,000. Today there are only 
60 persons in the country with over £6,000 
a year net and only one out of every 400 
workers gets £2.000 or over net.” 
* a * 

The Chancellor of the Exchequer, in the 
House of Commons, stated that the pur- 
chasing value of the £ relative to 1914 was 
48 per cent. at July 1, 1945, and 49 per 
cent. at September 1, 1946. 


100 YEARS AGO 
From THe RAILway Times, October 17, 1846 


ONDON and NORTH-WESTERN 
RAILWAY.—Opening of the Branch Line to Bed-. 
ford.—Notice.—The public are informed, that on Tuesday 
next, the 20th instant, this Railway will be opened through- 
out to Bedford, and that Trains will be despatched— 
From Euston Station. 

At half-past 7.a.m., arriving at Bedford at about a quarter 
past 10. 

At a quarter before 11 a.m., arriving at Bedford at a quar- 
ter past 1. 

At half-past 5 p. m., arriving at Bedford at 8 p.m. 

From Bedford. 

At a quarter before 8 a.m., arriving at the Euston Station 
at about 20 minutes past 10 a.m. 

Ata quarter-past 2 p.m., arriving at, the Euston Station 
at 5 p.m. 

At 6 p.m., arriving at the Euston, Station at half-past 
8 p.m. 





By order, R. CREED, Secretary. 
Office, Euston Station, Oct. 13, 1846. 





C.P.R. and C.N.R. Dollar Split 


TRAFFIC, Gen, 
8 MISCELLANEOUS 
80¢ 


\ 
PAYROLLS | 
472¢ i 





‘XN 
% EN 
6, 
*4TiNG Expense 


Charts showing the disposition of the Canadian dollar as earned and 
spent by (top) the Canadian Pacific Railway and (below) the Canadian 
National Railways 





[From “ Company Manners” issued by the New York Central System 


NAMED PASSENGER TRAINS IN CANADA— | 


Name Railway Scheduled run 
Canadian sis Se ons . Montreal—- Chicago 
Chicago Express C.P.R. ... ... Montreal— Chicago 
Chinook ox See . Calgary 

Edmonton 
Continental C.N.R. ... . Montreal Ottawa 
imited (Toronto) 

Vancouver 
Dominion ove: Rostues . Montreal 
Toronto 

Vancouver 

Frontenac CR. ccc ... Montreal —Quebec 
Great West ol 3 ee ... Winnipeg 

Edmonton 
Green Mountain C.N.R.(Rutland; Montreal 

Flyer B.&M.; N.Y.C.) New York 

Inter City C.N.R.: G.T.W. Montreal- 
Limited Toronto Chicago 
International C.N.R.: G.T.W. Montreal 
Limited Toronto Chicago 
Kettle Valley CPR . Vancouver 
Express Medicine Hat 
Kootenay Express C.P.R. . Medicine Hat 
Vancouver 
Maple Leaf . C.N.R.: G.T.W. Chicago—Toronto 
Montreal 
Maritime Express C.N.R. ... . Montreal— Halifax 
Michigan oc Rae .. Toronto—Detroit 
Chicago 
Mountaineer . C.P.R.: Soo: Vancouver—St. 
(C. & N.W.) Paul—Chicago 
* * * 


* THE GIRL FROM CooK’s ”’ 

The curiosity of many Londoners has 
been aroused recently by a small, uni- 
formed figure on a brilliant blue B.S.A. 
motorcycle. She is Miss Peggy Gumpert, 
of Chingford, the newest addition to the 
oldest travel agency in the world. ~The 
Man from Cook’s” has been a_ popular 
figure for more than a century, but ~ The 
Girl from Cook’s” is symbolic of our 
present age. Whenever there is an urgent 
letter or message to be delivered, a pass- 
port to be fetched, a book of traveller's 
cheques to be rushed to someone leaving 
for the Continent at a moment’s notice, 
or in any of the numerous emergencies 
that arise daily in connection with travel, 
Miss Gumpert and her motorcycle come 
to the rescue. In years to come, when 
there are hundreds of such figures carrying 
out their useful work all over the world, 
her name will be remembered as _ the 
original “ Girl from Cook’s.” 

* * * 
TAILPIECE 

(The Southern Railway ‘ Bournemouth 
Belle” all-Pullman train is in service 
again) 

Long, long ago, yet I cannot forget 
When first I saw her on that dav we met; 
And memory is vivid of that place 

My mind still couples with her name, 
Where first I saw her slim and supple 

grace— 

And each contributes to the 

fame. 


other’s 


Regal she was, and in her carriage bore 
Her dignity—Crown of the South she 
wore, 
And all who saw her stood to look again 
As over all she exercised her spell: 
She comes again, incomparable train, 
Streamline perfection, lovely ‘ Bourne- 
mouth Belle.” 
Ae E..€. 
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THE RAILWAY GAZETTE 


OVERSEAS RAILWAY AFFAIRS 


(From our correspondents) 


SOUTH AFRICA 


Railway Rates Increased 
From September 1, all rates on the rail- 
ways. excepting the rate on petrol and 
passenger fares, have been increased by 


approximately 10 per cent. Mr. F. C. 
Sturrock, Minister of Transport, stated in 
Johannesburg recently, that the increase 


over the pre-war level was much less than 
that imposed in other countries, and that 
it would not meet the estimated deficits 
of the railways for some years to come— 
they were relying on an increase of busi- 
ness to do that. The railway tariffs had 
been increased by 10 per cent. over pre- 
war levels in 1944, except for certain 
commodities which had been given special 
rebates. They were now discontinuing 


the rebates on bunker and export coal, and 
agricultural 


certain rebates. 





Haifa East Station the the explosion of a home- 


not generally understood. [This report 
was summarised in our May 24 issue, and 
a White Paper replying to its recommen- 
dations was quoted in our issue of August 
Ep., R.G.] It merely laid down cer- 
tain principles, some of which he proposed 
to adopt as it became convenient to do 
so, having regard to the public interest. 
Other recommendations would be studied 
by the departments concerned. 


PALESTINE 


Sabotage on Railways 
Sabotage of the railway system has con- 
tinued on a widespread scale. During Sep- 
tember, there were innumerable instances 
of track mining with consequent destruc- 





tion of rails and sleepers, and, in some 
cases, small bridges and culverts. In ad- 
dition to such incidents, three major 


Attacks on Railways in Palestine 


made mine on the platform 


Excluding passenger fares and petrol 
tariffs, the net result would be a consoli- 
dation of all charges at approximately 20 
per cent. above pre-war levels. The new 
increases, with small variations, were actu- 
ally slightly less than 10 per cent. over 
the October, 1944, level. The 1944 tariff 
increases had barely covered the long 
overdue pay increases that had been made 
since then, and, taking these and the cost- 
of-living allowances into account, the 
rates would have had to be doubled but 
for a greatly increased turnover. Cost-of- 
living allowances alone had amounted to 
£8,000,000 last year, and it was expected 
that a further £600,000 would have to be 
found this year. At the same time the 
cost of materials had increased greatly. 

Deficits Still Expected 

On the increased charges and the dis- 
continuance of rebates, they expected ad- 
ditional revenue of just on £3,000,000 for 
the year 1946-47, but this would leave an 
estimated deficit of £85,000. The esti- 
mated deficits in succeeding years would 
not be less, but more—£846,000 in 1947- 
48 and £1,100,000 in 1948-49. If condi- 
tions improved, the railway rates could be 
reduced immediately a reduction was war- 
ranted, but in the meanwhile it would be 
wrong to pass the losses to the taxpayer 
if railway users were expected to get the 
benefit of better conditions in the future. 

Mr. Sturrock said that the report on 
railway rates by the Board of Trade was 


attacks on the railway caused 
serious damage. 

On September 8, a reinforced concrete 
signal box near Haifa East Station was 
blown up and totally destroyed. The sig- 
nalman was held up by armed terrorists 
and removed from his cabin. The ter- 
rorists then placed explosives contained in 
4-gal. petrol tins in the cabin and deton- 
ated them. An Arab child in the vicinity 
was killed. The track suffered no damage, 
but all signalling was wrecked. 

Explosion at Haifa East 

Haifa East Station itself was the next 
casualty. At about noon on September 
20, a number of young Jews arrived at 
the station in a pick-up wagon. They 
offloaded and carried to the booking hall 
a large barrel of what appeared to be tar. 
The station platform was being resur- 
faced at the time, and the barrel appeared 
to be intended for the repair party. In- 
stead of tar, however, the barrel contained 
what is believed to have been about 200 
lb. of T.N.T. A general warning was given 
immediately and the station and vicinity 
evacuated. Before the barrel could be 
removed, however, it exploded and 
wrecked the centre of the building con- 
taining the booking office, booking hall, 
stationmaster’s office, public buffet, and 
N.A.A.F.I. canteen. Cafés and shops in 
the street opposite were damaged, as was 
also a first class coach in the passenger 
yard. The international passenger train 


system 
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from Cairo had been held at Haifa Cen- 
tral Station when the warning was given, 
and so escaped. 

The attack was timed for the busiest 
time of the day, and although the resul- 
tant damage caused considerable disloca- 
tion and inconvenience, the work of the 
station proceeded without interruption or 
delay to train services. Notwithstanding 
the intensity of the explosion, no casual- 
ties were sustained, 


Oil Train Mined 

On the night of September 23, the oil 
train from Haifa to Lydda was mined and 
wrecked between Benjamina and Hadera 
at a spot oniy a few yards distant from 
the scene of the outrage in January last, 
when a pay train was blown up and 
£P.35,000 _ stolen. [See The Railway 
Gazette of March 15.—Epb., R.G.] The 
engine and tender and seven vehicles, in- 
cluding five 30-ton bogie tank wagons, 
were derailed. The oil tanks derailed were 
loaded with fuel oil, solar oil, and kero- 





Haifa to Lydda oil train derailed by a mine on the 
track near Hadera 


sene, but although some spillage occurred 
when one of the tanks capsized, no fire 
broke out. The remainder of the train, 
which contained a number of tank wagons 
loaded with benzine, remained on the 
track. Both driver and fireman and the 
train escort escaped injury in the accident. 

After the train had been derailed, ter- 
rorists attacked under the cover of fire 
from automatic weapons and held off the 
train escorts while they placed further 
charges under the derailed vehicles. The 
track was torn up for a distance of 100 m. 
Good work by breakdown gangs cleared 
the track by 3 p.m. the next day, when 
through working was resumed. During 
the blockage the through passenger train 
between Cairo and Haifa was turned 
round at Hadera, passengers and luggage 
being conveyed by road between Haifa 


and Hadera. 
CANADA 


Visit by Mr. C. E. R. Sherrington 

In the course of his recent visit to 
Canada, Mr. C. E. R. Sherrington, Secre- 
tary of the Railway Research Service of 
London, answered questions from the 
press on the railway situation in Canada 
and Great Britain. 

Mr. Sherrington said it was good to feel 
that liaison was being re-established so 
rapidly between the two Canadian _rail- 
ways and the English railway system. There 
were many similar problems facing both 
countries; for instance, the falling off of 
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traffic and revenues, with a higher level of 
wages and other costs than in 1939. In 
addition, both the Dominion and the 
British railways had their own _ specific 
problems. In Britain the level of charges, 
fares, and rates was raised last July to 
33 per cent. and 25 per cent. respectively 
above pre-war, and the shortage of coal 
had forced the British Government to re- 
quest the railways to convert over 1,000 
coal-burning locomotives to oil fuel. Such 
a policy indicated a complete re-orienta- 
tion of the whole basis of economic life 
in Great Britain; while in the trade union 
field for the first time there had been a 
demand for the adoption of a closed shop 
policy, hitherto a demand almost unique 
to the American industrial set-up. 

In Canada the railways had their own 
urgent problems to face up to, equally 
difficult and complex. As yet Canada had 
not seen fit to follow the British example 
of raising the level of charges; in fact, 
Canada stood alone as having adhered to 
the pre-war level of railway charges. 
Equally, railway charges in Canada were 
unique as being almost the only element 
in the cost-of-living index which had not 
risen since 1939. 

Mr. Sherrington said his visit was in- 
tended to cement the already close inter- 
relationship between the railways of the 
Dominion and those of Great Britain, a 
network of exchange of technical data 
completed by the good work of the Asso- 
ciation of American Railroads at Washing- 
ton, of which both the Canadian lines were 
members, and to which the work of the 


British Railway Research Service was 
affiliated. 
UNITED STATES 
Missouri-Kansas-Texas Diesels 
Continuing its complete dieselisation 


programme [see The Railway Gazette of 
October 4.—Ep., R.G.] the Missouri- 
Kansas-Texas Lines announces the pur- 
chase of ten more 1,000-h.p. diesel shunt- 
ing locomotives. Five will be built by 
the Baldwin Locomotive Works at Eddy- 
stone, Pa., and five by the Electromotive 
Division of the General Motors Corpora- 
tion at La Grange, Ill. The ten new en- 
gines will cost close to $1,000,000. 
“No Tipping ” Experiment 
After granting a wage increase of $22 
a month to dining car employees, the 
Pere Marquette railway announced re- 
cently that tipping would be discontinued 
on all the company’s restaurant services. 
To acquaint the public of this order, the 
railway had large signs printed—* Remem- 


ber No Tipping”—and hung in con- 
spicuous places in the dining cars. 
Smaller “no tipping” notices were 


attached to the front of every menu, and 
hundreds of “no tipping” cards were 
printed and given to waiters, with instruc- 
tions to hand them to patrons with their 
change. First results were inconclusive, 
but later it was announced that the scheme 
was a “50-50 success.” ‘“* Half our pat- 
rons,” said a railway spokesman, “are 
observing the rule. The other half? Well, 
they look at the signs, study them for a 
moment, and then leave tips anyway.” 


Streamline Coaches for the Southern 

Four express services operated by the 
Southern Railway System in conjunction 
with other lines are to be re-equipped 
with new lightweight streamline coaches. 
The orders total 147 vehicles, costing more 
than $15 million, and the other railways 
participating in the services concerned will 
contribute to the cost on a mileage basis, 
the share of the Southern Railway itself 
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amounting to 101 coaches costing over 
$10 million. Included in the equipment 
will be 59 all-room sleeping cars, 8 
lounge-observation cars, 13 dining cars, 
and other vehicles with lounge and re- 
freshment facilities. The trains to be 
re-equipped are “The Crescent” (New 
York—Washington, D.C.), the ‘“ Royal 
Palm” (Great Lakes region—Florida), 
“The Southerner” (New York—New 
Orleans), and “ The Tennessean” (Wash- 
ington—Memphis). 


ARGENTINA 


Plans for Railway Development 

Before the British mission which nego- 
tiated the Anglo-Argentine agreement left 
Argentina, Sir Montague Eddy, who had 
represented the  British-owned railways, 
gave an interview to the Buenos Aires 
Standard in which he discussed the plans 
of the companies for post-war develop- 
ment. He said that plans already had 
been prepared for important changes, such 
as the electrification of the Buenos Ayres 
& Pacific suburban service to Bella Vista 
or beyond. The La Plata line, of the 
Buenos Ayres Great Southern Railway, 
also was to receive attention. It might be 
electrified, as had been suggested, over a 
term of years; or it might be provided 
with a rapid and modern diesel service. 
Decisions taken would be based on careful 
comparison of the cost and relative ad- 
vantage of diesel operation or electrifica- 
tion. 

Steam Traction not Obsolete 

Far too much had been said of 
“modernisation,” implying luxury diesel 
expresses and air-conditioned trains. 
Naturally, they would be glad to see 
diesel, air-conditioned trains in Argentina, 
and certain routes demanded them; but 
the question of cost had to be considered. 
It was nonsense to say, as had been said, 
that steam locomotive traction was obso- 
lete. It was not, and it would be render- 
ing good service to Argentina for some 
time to come. 


Suburban Electrification 

The problem of electrification of the 
lines serving the Buenos Ayres southern 
suburbs was not easy to decide. The peak 
load of suburban traffic was reached at a 
point only some eight miles out, and that 
was a distance generally recognised as 
calling for service by underground or by 
road traffic. It should be obvious that 
the railways would not be. willing to 
spend large sums on electrification when 
at some near future date they might lose 
half their traffic to underground or road 
competition. 

Much more simple was the question of 
the electrification of the Buenos Ayres & 
Pacific Railway. There they could use the 
power facilities of the Central Argentine 
Railway. That was an obvious move, and 
meant not only the modernisation of the 
Pacific suburban services, but also the 
spreading of the overhead costs over the 
two adjacent lines. He did not know 
quite how far the electrification would go, 
but it would extend to Bella Vista, and 
perhaps a little beyond. 


Accomplishments of the Mission 

The mission’s immediate task had been 
to provide a basis on which the railways 
could continue to be run_ successfully. 
The situation as it was before the agree- 
ment was that the tax exemptions under 
Article 8 of the Mitre Law were ending 
next January. Added to that there was 


the constant problem of improved work- 
ing conditions for the employees, enor- 
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mously increasing expenditure. The 
anxieties caused by those two factors had 
been largely removed. The railway com- 
panies owed a debt of gratitude ‘to Sir 
Wilfred Eady, Mr. Pollock, and the other 
members of the mission for their untiring 
efforts to reach an agreement. 

As things were—concluded Sir Mon- 
tag'ie Eddy—the railways would have been 
faced with grave difficulties; consequently 
the agreement the British mission had 
reached meant that the ship was being 
kept afloat with prospects of reaching port 
safely. 

[The terms of the Anglo-Argentine 
agreement as they affect the British-owned 
railways were dealt with fully in our 
October 4 issue.—Epb. R.G.] 


NEW ZEALAND 


Record Gross Revenue in 1945-46 

In the financial year ended March 31, 
1946, the railways established a new gross 
revenue record of just under £15} million, 
which is £119,000 higher than the pre- 
vious best, two years ago, and nearly £1 
million up on the previous year. The 
department’s annual report, tabled in the 
House, records that 35 per cent. of the 


passenger revenue came from military 
traffic. Expenditure for the year, at 
£14,380,000, was over £1 million higher 
than the previous year, attributable to 


salary increases and reserves for deferred 
maintenance and track renewals. Future 
plans include the extension of co-ordinated 
road and rail. services 


SIAM 


Purchase of Bangkok-Moulmein Railway 

The Siamese Government is to purchase 
for £1,250,000 the Siam-Burma railway 
from Bangkok to Moulmein which was 
built during the war by the Japanese 
with prisoner-of-war labour. As recorded 
in The Railway Gazette of June 21, 260 
miles of rails were removed from Malaya 
for construction of the line, and other 
material was taken from Burma and the 
Netherlands East Indies. The first claim 
on the money realised by the sale, there- 
fore, comes from the identifiable owners 
of this property, and the remainder will 
be credited against Japanese reparations, 
the railway being regarded as a Japanese 
external asset. Claims for compensation 
from prisoners-of-war who worked on the 
railway, or from their dependants, will 
remain a charge upon the British Govern- 


ment. 
EIRE 


New Goods Depot at North Wall 

Faster handling of grain traffic will be 
one of the first advantages obtained from 
improvements at North Wall, Dublin, 
where Coras lompair Eireann is providing 
a new goods depot on premises acquired 
from the L.M.S.R. (N.C.C.). Alteration 
of the existing sidings and provision of 
extensive carways to speed loading and 
unloading is well under way. Within a 
fortnight, some 500 tons of fillings were 
excavated, sidings were raised to new 
levels, and four trainloads of metalling 


put down. Phy 
The acquisition of land, buildings, per- 
manent way, and sidings from the 


L.M.S.R. at North Wall was referred to 
by Mr. A. P. Reynolds, Chairman of 
C.LE., at the company’s annual meeting 
on March 14 (see The Railway Gazette of 
March 29). Premises required by the 
L.M.S.R. for shipping purposes are being 
leased back to that company. 
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THE RAILWAY GAZETTE 


Road Passenger Transport* 


Mr. Stuart Pilcher’s views on municipal transport and transport in general 


I UNDERSTAND that three Presidents of 

the Institute have been associated with 
the Ministry of Transport, Sir Eric Geddes, 
Sir Henry Maybury, and Sir Cyril Hur- 
comb. I have been Chairman of the 
Traffic Commissioners in the West Midland 
Area for only three months, and 1 do 
not intend to deal with my duties as 
Traffic Commissioner, but rather to refer 
to my experience as an operator of road 
passenger transport. I feel you do me 
a great honour in electing me President; it 
is an appointment I appreciate very much, 
and I feel it is an honour to the section of 
the industry (municipal road passenger 
transport) with which I have been asso- 
ciated for 49 years and in which I have 
been a General Manager for 40 years. 

While air transport has developed con- 
siderably due to the war, road passenger 
transport has not; in fact, there has been 
difficulty in maintaining services on ,ac- 
count of shortage of materials and labour. 
Operators are now faced with renewing 
rolling stock, a problem something like 
that of housing, in that there are not 
sufficient factories or employees to pro- 
duce the required vehicles. 


Changes in Twenty Years 


Changes in road transport in the last 
20 years were foreshadowed by the late 
Mr. A. R. Fearnley, General Manager of 
the Sheffield Transport Department, when 
in 1925 he read a paper before the Muni- 
cipal Passenger Transport Association in 
which he forecast the development of the 
motor bus and recommended that munici- 
palities should seek parliamentary powers 
to operate buses. His advice was taken 
by most municipalities, but some did not 
do so, and their undertakings a few years 
later were superseded by buses operated 
by companies. 

In* the transport industry one must 
have vision and foresight. It may 
seem a safe principle just to keep an 
undertaking operating in an efficient way, 
but that is not sufficient. One must keep 
abreast with every development. Experi- 
ments may cost money, but I believe those 
who participate will be the first to bene- 
fit from any substantial results which may 
be obtained in the industry. Those tram- 
way undertakings which obtained powers 
to operate found the use of the bus of 
great value, and that in many ways the 
vehicle could be superior to the tram while 
it was at the same time a means of pro- 
tecting the tramway from what was then 
the “pirate” bus. 

The tramway systems gave great ser- 
vice to the community with extremely low 
fares. With the termination of the first 
world war, however, the bus emerged as a 
successful rival. Tramway undertakings 
then would have been wiser to have trans- 
ferred to bus operation. The capital 
needed for buses is much less than for a 
tramway system of equivalent size. 

Later, the use of the bus was developed 
by municipal and company undertakings. 
It was found that for extensions of ser- 
vices and new routes the motor bus was 
the best vehicle. Heavy expenditure on 
permanent equipment was avoided, and 
routes could be changed easily to meet 
new conditions, so that in the later period 
most large transport undertakings had 
both a tramway and a motor bus system. 





* Abstract of inaugural address delivered by Mr. 
R. Stuart Pilcher, C.B.E., F.R.S.E., as President of 
the Institute of Transport, on October 14 


I took the view that the future of tram- 
way systems was in doubt, and that it 
would be better to experiment with the 
operation of buses on some of the main 
routes on the Manchester system. I re- 
commended my committee to operate one 
of the largest tramway routes in Man- 
chester by motor buses. The result of the 
first year’s operation was rather extra- 
ordinary. Where had all the extra revenue 
and passengers come from? The fares 
charged were the same. The extra pas- 
sengers numbered 1,355,843. 

The Manchester-Altrincham railway, 
which runs parallel to the bus route for 
seven miles, was electrified fifteen years 


ago. I thought the bus traffic would suffer, 
but we found the buses retained their 


traffic and showed a steady increase. I 
have no doubt the electrification of the 
railway was a success, but it did not affect 
the steady development of the bus service, 
so that I believe for distances up to seven 
miles the motor bus can successfully com- 
pete with an electric line. 

Eventually, I held the view that the time 
had come to abandon the whole tramway 
system and to substitute motor or trolley 
buses. I recommended the tramway sys- 
tem be abandoned, and that was approved 
by the City Council. The whole tramway 
system would have been converted had 
not the war started. Now, all the motor 
and trolley buses have been ordered and 
are in course of delivery. 1 think that 
Manchester will be the first large pro- 
vincial city to be entirely free of trams. 

What are the results of such a policy? 
I cannot be dogmatic because there may 
be—I am sure there are—circumstances 
in other towns which call for the con- 
tinuance of tramways. But my view is 
that tramways do tend to increase traffic 
congestion. Tramways when constructed 
involve a long-term policy of 20 years, 
whereas the bus requires a_ short-term 
policy of 8 years. In considering the ques- 
tion, I think that transport authorities 
must have regard to the public attitude. 
In most cities there is a distinct preference 
for the motor or the trolley bus. 


The Trolley Vehicle 


The trolley vehicle had in the early 
stages a chequered career, but of recent 
years the vehicles have been improved to 
such an extent that they now rival in 
many ways the claims of the modern 
motor bus. The chief advantage of the 
trolleybus is that it runs very smoothly and 
silently and uses a home product—elec- 
tricity. It is, however, route-bound. It 
is difficult to assess the cost of operation 
at present, because the cost of fuel for 
motor buses is decreasing and the price of 
electricity, due to the increase in the cost 
of coal, is increasing. 

I remember visiting the Posen (Poland) 
International Exhibition in 1930 and see- 
ing some diesel engines designed for bus 
operation. They were all of experimental 
type and I think of German manufacture. 
However, shortly afterwards this country 
produced some of these diesel engines. 
They were included in bus chassis, and 
proved quite successful. Later, large orders 
were placed for these buses. It was 
clearly demonstrated that one gallon of 
fuel oil would propel a bus approximately 
twice the mileage of one gallon of petrol. 
It was not long before all the manufac- 
turers had high-speed compression-ignition 
engines in production, and the petrol en- 
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gine since then has had to take second 
place, in spite of the fact that shortly 
after production commenced the tax on 
heavy oil was increased. 

In connection with housing estates, or 
satellite or new towns, provision would 
require to be made in the initial stages for 
public transporf. The problem will arise 
as to what form of transport should be 
adopted, and it is suggested that the local 
transport operators should be consulted 
as they know the relative costs of dif- 
ferent forms of transport, rail, tramway, 
trolleybus or motor bus. Most towns have 
had to deal with the problem of supply- 
ing transport to housing estates on the 
outskirts, This has been done satisfactorily 
by extensions of tramway systems and by 
trolleybus and bus services, and I think 
in most cases the cost of the transport, 
whatever the system, has been reasonably 
low. 

In many cases, the extension has 
been run at less than the economic fare; 
the residents on the estate are being car- 
ried at less than cost price, and the loss 
is being borne by the transport under- 
takings as a whole, and, therefore, ulti- 
mately by the rest of the travelling pub- 
lic. These housing estates could not have 
been made a success if the fares had been 
high. 

The problem of the satellite or new 
towns situated further out presents greater 
difficulties. If a railway—possibly elec- 
tric—is built, the question arises whether 
it should be protected from competition 
by road passenger transport. It is doubt- 
ful whether the railway companies would 
undertake construction without an assur- 
ance that they would be protected by 
fares which would ensure sufficient traffic. 

Generally speaking, fares on stage car- 
riage motor bus services are about Id. 
a mile; for a satellite or new town situ- 
ated, say, 12 miles from the city centre, 
the cost to the bus passenger a day for 
the return journey would be two shillings. 
The present ordinary rajlway fares are 
higher than this and it is to be expected 
in the post-war years will be still higher. 
Workmen’s railway fares are on a lower 
scale, but are subject to certain restric- 
tions. It would appear that a fare of 2d. 
a mile would be excessive for working 
people in satellite or new towns. 

It is interesting to observe that powers 
are sought in the New Towns Bill for con- 
tributions to be made by development cor- 
porations towards the expenditure of local 
authorities and statutory undertakers in 
connection with new towns.” 

The question arises who should furnish 
the transport. I have little doubt that 

water, gas, and electricity will be supplied 
from the nearest town, and it would be 
reasonable to expect the nearest transport- 
operating authority to provide the trans- 
port. Whichever authority, however, 
undertakes this responsibility, the further 
question will arise whether the fares should 
be on an economic basis, and if not, who 
is to meet any deficit. 


The Future Trend of Revenue 

I believe the future of the road passen- 
ger transport industry is very bright. 
There was a temporary setback after the 
first world war, and although revenue has 
increased during the recent war, due to 
the enormous traffic developed largely by 
the manufacture of munitions, there will 
be a limited reaction now. Overtime in 
factories and Sunday work has ceased, but 
I believe that, in spite of these conditions, 
revenue will continue to increase. The 


(Continued on page 444) 
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Underground Extensions for Sydney 


A{£25 million scheme has been approved, and further works costing £26 million 
will be undertaken subsequently 


THE map which accompanies this article 

shows the proposed extensions to 
the existing underground railway in the 
City of Sydney. The section which now 
has been approved by the Government, 
and which it is estimated will cost £25 
million, comprises an extension from the 


now proposed to provide additional tracks 
from a new underground station at 
Central, which will be built to accommo- 
date six tracks, two of which will link up 
to Town Hall Station, and two more will 
be continued via Taylor Square, Padding- 
ton, and Woollahra to link with the Town 
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which it is expected will accrue from the 
opening up of new suburbs south-west of 
Tempe, two more tracks are to be con- 
structed from that station alongside the 
existing four tracks through Sydenham, St. 
Peters, and Erskineville to Redfern. The 
other extensions shown on the map, such 
as the connection from beyond Bondi 
Beach, through Vaucluse, to Double Bay; 
from Bondi Junction, through Coogee, to 
the Randwick district; and from Kingsford 
to Mascot, are part of a future scheme 
which it is expected will be put in hand 
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Map showing proposed extensions to Sydney underground railway 


Hall, along Martin Place, with a station 
in that street, and from there through 
Kings Cross, Stadium, Double Bay, and 
.Bondi Junction on to beyond Bondi Beach. 
Practically the whole of this section will 
be underground, the greatest depth being 
in Martin Place, where the tracks will be 
80 ft. below ground level. A temporary 
terminal, with shunting facilities, will be 
provided at Bondi Beach. This will be 
above ground level. 

In addition to the foregoing line, it is 


RE-FITTING OF G.W.R. CROSS-CHANNEL 
SHips.—The G.W.R. vessels St. Julien 
and St. Andrew, after their war service as 
hospital-carriers and troopships, are now 
both in docks in South Wales being made 
ready to resume work on the company’s 
cross-channel routes. The whole of the 
interior of the two vessels is being stripped 
from stem to stern, and has been re-de- 
signed. The St. Julien, at present at Penarth 
Dock, is expected to be back in service 


next month, temporarily on the Irish route. 





Junction. The other two tracks will con- 
tinue south from Central Station via a 
new underground station at Redfern, and 
thence via Alexandria, Gardeners Road, 
and Shea’s Creek to the existing surface 
suburban lines at Sydenham. From the 
existing St. James underground station, a 
new line also will be constructed via 
Taylor Square, Cricket Ground, and 
Randwick Racecourse to Kingsford, with a 
temporary terminus at the latter station. 

In order to cope with additional traffic 


She will have accommodation for about 
1,000 passengers and a number of motor- 
cars and freight. Sleeping accommodation 
for 343 passengers in single, double, or 
open berths will be available, in addition 
to luxury cabins. The St. Andrew, recently 
de-requisitioned from trooping service be- 
tween Harwich and the Hook of Holland, 
is at Newport and is expected to be ready 
for service next spring. She will have 
accommodation for 1,300 passengers and 
the number of state rooms will be in- 


and will, it is estimated, cost a further 
£26 million. 

It will be noted that special provision 
has been made for connecting the Sydney 
Airport, near Mascot, to the underground 
system at Gardeners Road. Additional 
facilities are envisaged for providing 
electric railway connections to _ the 
northern beach suburbs via the Harbour 
Bridge, through Wynyard Station to 
Central. No plans or estimates for this 
project have yet been put in hand. 


creased from 16 to 24. This vessel will 
be fitted with radar equipment, an echo 
sounder, and facilities for broadcast pro- 
grammes over the public address system. 


ELECTRIFICATION OF INDIAN RAILWAYS. 
—The sub-committee on power and fuel 
appointed by the National Planning Com- 
mittee urges, in its report, the electrifi- 
cation of railways in India, as far as pos- 
sible, to achieve greater efficiency and con- 
serve coal. 
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Third Rhine Bridge in British Zone of Germany 


As temporarily reconstructed, this bridge at Dusseldorf has been opened by the 


Ch: ncellor of the Duchy of Lancaster. 


Two 354-ft. Schaper-Krupp- Reichsbahn 


(S.K.R.6) standard temporary spans were used 


O N August 10, Mr. J. B. Hynd, Chan- 

cellor of the Duchy of Lancaster— 
the Minister responsible for the adminis- 
tration of the British Zone in Germany— 
officially opened the third bridge across the 
Rhine in the Zone which has been tem- 
porarily reconstructed, the Diisseldorf- 
Neuss or Diisseldorf-Hamm North Bridge. 
The other two Rhine bridges previously 
rebuilt are at Baerl and the Cologne South 
Bridge. 

Among those present at the opening were 
Mr. R. J. M. Inglis, Chief of the Trans- 
port division in the Zone and formerly 
Divisional General Manager for Scotland, 
L.N.E.R.; Mr. W. Asbury, J.P., Regional 
Commissioner, North Rhine Region; 
Major-General S. W. Kirby, C.B., C.LE., 
O.B.E., M.C., Deputy Chief of Staff, 
Organisation; Major-General Sir Donald 
McMullen, K.B.E., C.B., D.S.O., Deputy 
Chief, Transportation Division; Brigadier 
Sir Robert Marriott, Controller-General of 
Railways and formerly General Manager, 
East Indian Railway; and many German 
officials of the Reichsbahn and local 
government. 

In welcoming Mr. Hynd and inviting him 
to perform the opening ceremony, Mr. 
Inglis referred to the achievement as a 
striking example of co-operative effort be- 
tween the Occupying Powers and the people 
of the country. 

He mentioned at the same time that the 
Baerl bridge, 47 km. downstream from 
Diisseldorf, had been ovened for double- 
line traffic on February 23, and that the 
Cologne South Bridge, 53 km. upstream, 





had been opened for single-line traffic on 
May 3; both bridges were being used to 
capacity. Situated midway between these 
two bridges, the Diisseldorf bridge would 
be a valuable traffic link and save long 
detours via Baerl and Cologne. 

The whole of the construction work of 
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Mr. Hynd, in reply, dwelt mainly on the 
general and political aspect of the task, of 
which the rebuilding of the bridge was 
symbolic. 

It will have been noticed that the recon- 
structed bridge just opened is known as 
the North Bridge. This is because there 
was a second railway bridge only 105 ft. 
upstream from the North Bridge, known 
as the South Bridge, and both were de- 
molished by the retreating German forces 
in 1945. 

The history of these bridges is outlined 
in an editorial note on page 430 this week. 
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General of Railways and his No. 5 four main spans about 360 ft. in length, 


Regional Control Team, C.C.G., with, in 
the early stages, the help of the 152nd 
Railway Construction Company, R.E. 
The bridge, when fully completed, would 
carry international passenger trains to the 
north and mineral traffic from the Ruhr 
and Wupperthal areas. 
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and an overall length of some 2,600 ft. As 
the accompanying illustrations show, the 
main spans of the bridges were steel arches 
that had been in service 33 years. 
As repaired spans from the South Bridge 
have been, and are to be, used in the tem- 
(Continued on page 442) 
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at Dusseldorf nearing completion 
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The ‘* Stacatruc ’ Mechanical Haulier and Stacker 
Novel design of fork-lifting truck now in production 


THE Stockport Manufacturing Co. Ltd, 
and its associate, Industry & Trade 
Development Limited, have begun pro- 
duction of a fork-lifting truck known as 
the “Stacatruc.” Before and during the 
period of lease-lend, fork-lifting trucks 
were not made in Great Britain, and the 
new truck is the result of the Govern- 
ment’s decision now to foster the manu- 
facture of all possible machinery. 

The components and workmanship 
are all-British. With the co-operation of 
the Ministry of Supply and Service De- 
partments, a prototype of the truck was 
approved and lent to the War Office. 

The “Stacatruc” is designed to effect eco- 
nomies in labour and floor space in ware- 
houses and docks or at stations. It can be 
operated by a girl and is capable of doing 
the work of ten men. With a change of 
operators the truck can be kept on duty 
24 hours a day. 





Above : A ** Stacatruc ’’ haulier and stacker unladen, with lifting 
forks lowered ready to pick up stores 


Right : A two-ton load on a pressed steel pallet raised on forks 
to the maximum height of 9 ft. 


Its 22:4 h.p. Meadows petrol engine, 
developing 46 b.h.p., enables two 2-ton 
trailers to be hauled with ease, so 
that, with the lifting forks of the “ Staca- 
truc” fully laden, a six-ton load can be 
moved. The overall length of the truck, 
with lifting forks, is 10 ft., and the height 
when the forks are raised to the maxi- 
mum is 1/4 ft. 
truck is 3 tons. 

The hydraulically-operated lifting ar- 
rangement enables two tons to be lifted 
on the forks to a height of 9 ft. in 15 sec. 
Pallets in pressed steel or timber are 
supplied in various sizes to suit the kind 
of load. The forks will, however, pick 
up and transport certain types of stores 
without the use of a pallet. 

By courtesy of the War Office and the 
Ministry of Supply, a demonstration of 
the capabilities of the “Stacatruc” was 
given at the Central Ordnance Depot, 


The unladen weight of the 
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Feltham, Middlesex, on October 15 fol- 
lowing which a visit was paid to one of 
the depot storehouses where store: are 
being “ palletised”” or stacked. 

In a movement test, the truck was 
driven, loaded to capacity, over a 2ully 
6 in. wide by 44 in. deep, and, after\ rds, 
over rough ground, and it was noticed that 
the truck responded almost as easi to 
rough treatment as it did to careful ! ind- 
ling. It has a road speed of 7 m.p.h for- 
ward and 4 m.p.h. in reverse. In man ruy- 
ring, the truck was turned without <iffi- 
culty, and quickly, in a radius of less ‘han 
6 ft., which makes it particularly sui‘oble 


for work in congested stores or f .0ds 
yards. R 
Oher tests at the demonstration last 


Tuesday included the handling of a ¢ uck 
in a 12-ft. gangway, lifting goods {rom 
location and loading them on a lorry, «nd, 
finally, converting the “ Stacatruc” in the 
space of a few minutes into a_ handy 
mobile crane, simply by attaching a jib 
to the raising and lowering mechanism of 
the truck. 











Third Rhine Bridge in the British 
Zone of Germany 


(Concluded from page 441) 


porary and permanent rebuilding of the 

North Bridge, the damage sustained by 

both bridges is given below:— 

North Bridge: Main spans 2 and 3 col- 
lapsed, 1 and 4 slightly damaged. Four 
approach spans and three piers on the 
Neuss side destroyed. 

South Bridge: Pier No. 2 demolished ; Diissel- 
dorf end of span No. 3 collapsed and 
heav:‘ly damaged. Span No. 2 destroyed 
and dropped into the river. Spans 1 and 
4 slightly damaged. 


Reconstruction began during the winter 
of 1945-46, the work on the North Bridge 
being undertaken in two phases; it is the 
first phase—involving temporary restora- 
tion as a single-line structure—that has just 
been completed. The work took the form 
of (a) two single-line approach spans being 


removed from the South Bridge to replace 
the destroyed North Bridge approach 
spans; (b) the replacement of spans 2 and 
3 by single-line Schaper-Krupp-Reichsbahn 
(S.K.R.6) temporary spans; and (c) the re- 
pair of spans 1 and 4. 

The S.K.R.6 spans consist of standardised 
stock components, all the joints being 
bolted. Each is 354 ft. long, and has 18 
19-ft. 8-in. panels, the’ trusses being 39 ft. 
3 in. deep; its weight is approximately 700 
tons. The steelwork in the two temporary 
spans thus totals 1,400 tons. To avoid the 
erection of falsework in the river, each 
span was assembled as a cantilever. A 
counterweight, consisting of 17 S.K.R.6 
panels, 334 ft. long, was assembled within 
and anchored to Span No. 1. 

The various types of work were carried 
out by different firms of contractors under 
the immediate supervision of Reichsbahn 
staff, the whole being supervised by No. 5 
Regional Railway Control Team and ap- 
proved by the Controller-General of Rail- 


ways, Transportation Division, C.C.G. (B.E.). 
The 152nd Railway Construction Company 
undertook the removal of the demolished 
arches and piers of the approach spans of 
the North Bridge on the Neuss bank, and 
the transport of men and material, and also 
general supervision in the early stages of 
the work. The estimated cost of Phase 1 
is RM. 1,260,000. 

Phase 2 plans the restoration of the 
North Bridge as a permanent double-line 
structure. This will involve the lifting and 
repair of the seriously-damaged South 
Bridge No. 3 span, and its substitution for 
No. 3 temporary North Bridge span; the 
latter will then be dismantled. Meanwhile, 
the slightly-damaged South Bridge No. |! 
span will be repaired and will then replace 
North Bridge No. 2 temporary span. The 
work will be completed by the transfer of 
two additional single-line approach spans 
from the South to the North Bridge on the 
Neuss bank. This phase is estimated to 
cost a further RM. 3,560,000. 
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Swiss Lightweight Postal Vans 


Additions to the range of light-steel vehicles of uniform external design used 
by the Swiss Federal Railways on express services 


T HE first of a series of ten lightweight 

steel bogie postal vans, built to the 
order of the Swiss Postal Administration 
by the Swiss Wagon & Lift Works 
(Fabrique Suisse de Wagons et d’Ascen- 
seurs), was put into service on the Basle- 
Chiasso line in July. Deliveries will con- 
tinue until next Spring. The new van is 
similar in external appearance to the light- 
weight passenger coaches adopted in 
recent years by the Swiss Federal Rail- 
ways, the first of which was placed in ser- 
vice in 1937, followed shortly afterwards 
by the first light-steel luggage van (de- 


compartments being such that the light 
entering through these windows would not 
be sufficient, 18 roof windows, 9 on each 
side, have been provided in addition. 
These windows are arranged laterally in 
the curve of the roof. Eight of them 
(four on each side) are over the sorting 
compartment. Interior electric lighting is 
provided by 34 lamps. 

The van is entered through doors at 
each side at one end of the vehicle, giving 
access to a vestibule containing the lockers 
and other fitments for the staff. The 
lavatory compartment is also at this end 
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trielle Suisse. These vans wi!l weigh ap- 
proximately 17 tons 14 cwt., and are in- 
tended for service on secondary lines, 
The Swiss Postal Administration now 
owns a fleet of 358 railway posta! vans, 
of which 194 are four-wheelers, 104 six- 
wheelers, and 60 are four-wheel bogie 
vehicles. Of the total, 326 are standard 
gauge, and the balance narrow gauge, 
principally metre gauge. In 1939, the 
fleet of Swiss railway postal vans num- 
bered 378, of which 20 were more than 
fifty years old, and since they had a 
narrow body in order to provide for a 
corridor on one side, it was decided to 
replace them. The war delayed execution 
of the scheme, which is in hand at the 
present time. The maintenance of these 
vans, which are owned by the Swiss Post 
Office, is undertaken by the Swiss Federal 
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Dimensions and internal arrangements of new Swiss postal van. 


in 1944 by the first light-steel restaurant 
car. These vehicles are all of shell con- 
struction, the frame and body forming one 
self-supporting structure. 

The main advantage obtained in the 
new type of posta! van is the iemarkable 
saving in weight, the vehicle weighing 25 
tons 6 cwt., as compared with weights 
of as much as 45 tons 5 cwt. of the older 
bogie vans, despite the fact that the 
bodies of the latter are only 60 ft. 4 in. 
long, as against 63 ft. 8 in. in the new 
type. The overall length of the new 
posta! van is 67 ft. 104 in., and the saving 
in weight is about 434 per cent. The 
height of the van is 12 ft. 7% in. above 
rail level, and the externa! width at the 
centre of the body is 9 ft. 7 in. Since 
the body tapers, the width at the ends is 
only 8 ft. 114 in. 

The vans are equipped with the stan- 


dard four-wheel bogie as used on the 
light-steel: coaching stock. It hzs a rigid 
Wheelbase of 8 ft. 104 in., and the dis- 


tance between bogie centres is 48 ft. 54 in 
The van is provided with Westinghouse 
brakes in addition to the “ R” type quick- 
acting auxiliary brake adopted by the 
Swiss Federal Railways for express roll- 
ing stock. 

In addition to two large windows on 
each side of the sorting compartment, 
there is a smaller window in each of the 
three sliding doors on both sides of the 
stowage compartment. The size of the 


to the sorting compartment. Part of one 
side of this compartment is occupied by 
24 large and 12 small pigeonholes for 
registered mail, and part of the opposite 
side contains a rack with 206 pigeonholes 
for ordinary letter mail. Alongside the 
registered mail rack are 54 mailbag racks, 
arranged to hold the bags open for sort- 
ing. Office tables and other fittings are 
on the opposite side, inc'uding large cases 
and drawers for bulky registered packets, 
and a safe for insured mail. 

While the 54 racks mentioned above 
serve for sorting mail from bags opened 
en route, mailbags intended to be des- 
patched unopened to destination, as well 
as parcels bags and individual parcels, 
are stored in the stowage compartment 
adjoining the sorting compartment. The 
stowage compartment has a floor space 
of 2584 sq. ft., but packages and bags 
can be accommodated a'so on _ special 
heavy racks, the outer corners of which 
are upholstered to protect the staff from 
injuries in case of jolting. Access to the 
stowage compartment is provided from the 
sorting compartment, but bags and pack- 
ages are loaded and discharged through 
the three sliding doors on each side of the 
van. Loading and unloading at inter- 
mediate stations is thus expedited. 

In addition to the ten high-capacity vans 
described, an order for ten medium four- 
wheel bogie vans of similar construction 
has been placed with the Société Indus- 


The vehicle weighs only 25 


tons 6 cwt. 


Olten repair shops on the Zurich-Berne 
main line. Only the actual cost price of 
repairs and maintenance is refunded by 
the Postal Administration to the Federal 
Railways, in addition to the cost of opera- 
tion, so that the railways earn no profit 
fsom the operation of these vehicles. 





RUBBER AND P.V.C. INSULATED CABLES. 
—Wartime conditions hastened the intro- 
duction of P.V.C. (polyvinyl chloride) in- 
sulated cables as an alternative to rubber- 
insulated cables, and a number of modi- 
fications to the British Standard Speci- 
fication for rubber cables were made to 
meet those conditions. Some of the modi- 
fications are being retained as permanent 
revisions of the specification, some are 
being retained for the time being with the 
intention of being dropped eventually, and 
others have been cancelled. This state of 
affairs has been put into effect through the 
publication of a 1946 edition of B.S.7, 
accompanied by a supplement relating to 
P.V.C. cables and a leaflet entitled “ Tran- 
sitory Relaxations.” The main specifica- 
tion and the supplement are issued as a 
single volume (B.S.7: 1946), at 3s. 6d. post 
free, and the “Transitory Relaxations ” 
are issued separately under the reference 
P.D. 540. Copies may be obtained from 
the British Standards Institution, Publica- 
tions Department, 28, Victoria Street, S.W.1. 
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Swiss Lightweight Postal Vans 


(see article on previous page) 





Sorting compartment, with pigeonholes for ordinary 
mail on left, and registered mail on right 





Part of stowage compartment. 
communicates directly with the adjacent vehicle 


The door at the end 








Road Passenger Transport 
(Concluded from page 439) 


employees’ conditions of service have 
bettered substantially during the war, and 
will go on improving. Generally speak- 
ing, the wages and conditions of road pas- 
senger transport workers are better than 
many other industries, and it should be 
so, because the industry as a whole is 
prosperous, and the workers who help 
to produce this prosperity should benefit 
from it. 

These facts bring to the manage- 
ment the necessity for finding ways of 
obtaining greater efficiency to meet the 


extra costs of wages and materials with- 
out merely raising the fares. The public 
is entitled to expect reasonable fares with 
the most efficient operation. 

There are over 400,000 persons obtain- 
ing a livelihood in the road transport 
industry, and transport is a key industry. 
Surely there should be means for educat- 
ing the staff in the work of transport in 
all its branches? After a conference of 
road tramsport organisations, a committee 
was set up, and for two years studied the 
question whether, in addition to the exami- 
nations of the Institute of Transport, there 
could be a system of education for the 
industry which would provide for less ad- 


vanced instruction for transport employees. 
Ultimately, a scheme was formulated and 
is now in operation with the co-operation 
of the Royal Society of Arts, which has 
consented to carry out the necessary 
examinations. 

In resigning from the Chairmanship of 
this National Standing Committee on 
Transport Education I feel I might be per- 
mitted to say that very good work has 
been done by the committee. In referring 
to education in transport we must not lose 
sight of the excellent educational facili- 
ties given by the Institute in providing for 
examinations. for associate membership 
and graduateship. 
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New Third Class Coach for Indian Railways 








General view of all-steel carriage built for Indian railways by Hindustan Aircraft Limited, Bangalore 
(see ‘* The Railway Gazette’’ of June 14 and August 16). The carriage is finished in silver and green 
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Railway Scenes in New Zealand 


A “ K” class 4-8-4 locomotive on a goods train pear Panmure (between Auckland and Otahuhu) 


Photos| 
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RAILWAY 


PERSONAL 


At a recent meeting of the Managers’ 
Conference in the Irish Railway Clearing 
House, Dublin, Mr. J. W. Hutton, 
Manager, Northern Counties Committee, 
L.M.S.R., was elected Chairman of the 
conference for 1947. 





We are asked by the Great Western 
Railway Company to say that there are 
no grounds for the report which 
appeared in a Sunday newspaper 
with reference to Viscount 
Portal and his future association 
with the railways. 


Mr. G. C. Bonner has been 
appointed Technical Assistant to 
the General Manager, Central 
Argentine Railway. 





The late Mr. William Bishop, 
Chief Solicitor, Southern Rail- 
way, 1923-37, left £74,951. 





Dr. Leslie George Norman, 
M.R.C.P., has been appointed 
Chief Medical Officer of the 
L.P.T.B. He is aged 37, and was 
Medical Officer of the Ministry 
of Health. He served in the 
R.A.M.C. for four years. 





Mr. George Dodson-Wells, 
M.B.E., has been appointed Pub- 
lic Relations Officer of the 
L.P.T.B. He is aged 38, and was 
formerly on the editorial staff of 
The Daily Telegraph. During the 
recent war he served as a Major 
on General Dempsey’s staff in 
Normandy and Germany. 

We regret to record the death 
on September 27 of Mr. Frederick 
Thomas Bersey, M.I.A.E., Chair- 
— of Joshua Bigwood & Son 
Ltd. 





Mr. Harold J. S. Young has 
been appointed Assistant General 
Manager, Port of Bristol Autho- 
rity. 





The late Sir Walter Preston, 
who was a Director of J, Stone & 
Co. Ltd., Midland Bank Limited, and of 
other companies, left £381,082. 





We regret to record the death on Octo- 
ber 6, at the age of 72, of Mr. A. E. L. 
Chorlton, C. B. E., M. Inst. C. E.. 
M.I.Mech.E., M.LE.E., a Director of 
Kendall & Gent Limited. He was a Past- 
President of the Institution of Mechanical 
Engineers, 





Mr. C. Hipwell, General Manager of 
Redpath, Brown & Co. Ltd., has been ap- 
pointed a Director of the company. 





We regret to record the death on October 
10 of Mr. Arthur George Hunt, Chairman 
& Managing Director, and a _ former 
General Manager (Chilean Section) of the 
Antofagasta (Chili) & Bolivia Railway Co. 

td.; Chairman & Managing Director of 
United Railways of the Havana & Regla 
Warehouses Limited; and a Director of the 
Central Uruguay Railway Company of 
Monte Video Limited, Nitrate Railways 
Co. Ltd., Rhodesia Railways Limited and 
many other companies. 
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We regret to record the death on October 
13, at the age of 78, of Mr. Richard Howell 
Nicholls, C.B.E., M.Inst.T., who was Super- 
intendent of the Line, Great Western Rail- 
way, from 1919 until his retirement in 
1932. He entered the company’s service in 
1884 in the Office of the Superintendent of 
the Line, under Mr. G. N. Tyrrell, who 
was Superintendent of the Line, 1864-88. 
Mr. Nicholls afterwards was transferred to 
the staff of the London Divisional Super- 





The late Mr. 
Superintendent of the Line, G.W.R., 


R. H. Nicholls 
1919-32 


intendent, while on which he filled practi- 
cally every position at stations and in the 
Divisional Office. In 1904 he _ was 
appointed Chief Clerk to the London Divi- 
sional Superintendent, and in 1907 became 
Assistant Divisional Superintendent. In 
1911 he was appointed Assistant to the 
Superintendent of the Line, and, in 1917, 
Assistant Superintendent of the Line. He 
became Superintendent of the Line in April, 
1919, and held that position until his re- 
tirement on December 31, 1932. Mr. 
Nicholls was Chairman of the Superinten- 
dents’ Conference of the Railway Clearing 
House for 1932, and had held that office 
on two previous occasions. He was a 
former Member of Council of the Institute 
of Transport. The funeral took place at 
Christ Church, Cheltenham, on October 16. 





Among those recently transferred from 
associate membership to full membership 
of the Institution of Civil Engineers are 
Messrs. Thomas Bell, District Engineer, 
Bengal-Nagpur Railway; J. M. Fenton, 
Deputy General Manager, East Indian 
Railway; and L. P. Parker, Locomotive 
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NEWS SECTION 


Running Superintendent (Eastern Section), 
Southern Area, L.N.E.R 





Mr. B. Gray, Mr. W. D. Pugh and Dr. 
C. J. Dadswell have been appointed Direc- 
tors of the English Steel Corporation 
Limited. They have been Special Direc- 
tors since January, 1945. 





Mr. E. S. Little has been appointed to 
the board of Associated Electrical Indus- 
tries Finance Co. Ltd. In con- 
sequence of his new appoint- 
ment he has retired from the 
board of the British Thomson- 
Houston Co. Ltd., but continues 
as Comptroller & Secretary of 
that company. 





L.N.E.R. APPOINTMENTS 

Subsequent to a re-organisa- 
tion of the staffing arrangements 
of the Engineer’s Office (London), 
the undermentioned appointments 
have been made :— 

Mr. T. H. Seaton, Assistant to 
Engineer (Maintenance), to be 
Assistant Engineer (Maintenance), 
London. 

Mr. J. I. Campbell, Assistant 
to Engineer (Construction), to 
be Assistant Engineer (Construc- 
tion), London. 

Mr. J. Ratter, District Engineer, 
Guide Bridge, to be Permanent 


Way Assistant to Engineer 
(London). 
Mr. C. B. Glenesk, who has 


been acting as District Engineer, 
Guide Bridge, has been confirmed 
in the post on a permanent basis. 

The following changes have 
taken place in the headquarters 


organisation of the Chief 
Mechanical Engineer’s Depart- 
ment :— 


Mr. S. King, Assistant to Chief 
Mechanical Engineer (General), 
to be Assistant to Chief Mechani- 
cal Engineer (Cost Control). 

Mr. R. Hart-Davies, Technical 
Assistant, Chief Mechanical Engi- 
neer’s Office, Doncaster, to be 
Assistant to Chief Mechanical 
Engineer (Locomotive & General). 

The following appointments 
also have been made :— 

Mr. S. C. H. Fossett, Assistant 
Docks Machinery Engineer, to be Prin- 
cipal Assistant Carriage & Wagon Works 
Manager, York. 

Mr. J. Athey, District Docks Machinery 
Engineer, Grimsby & Immingham, will also 
assume responsibility as Deputy Docks 
Machinery Engineer. 

Mr. A. E. Purnell, Assistant District Pas- 
senger Manager, York (temporary Assistant 
to Superintendent, Southern Area), to be 
General Assistant to the Superintendent 
(Southern Area). 

Mr. S. A. Finnis, District Superintendent, 
Sunderland, to be Assistant Passenger Man- 
ager, North Eastern Area. 

Mr. C. Corps, Assistant District Super- 
intendent, Hull, to be District Goods Man- 
ager, Middlesbrough. 

Mr. J. M. Fleming, District Goods & 
Passenger Manager, Peterborough, to be 
District Goods & Passenger Manager, 
Edinburgh, in succession to Mr. H. B 
Angus, retiring. 

Mr. .W. Featherstone, Assistant Locomo- 
tive Works Manager, Doncaster, to be Head 
of the C.M.E.’s Section, Purchasing Agent’s 
Office, Kings Cross. 
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The following notification appears in the 
Supplement to The London Gazette, dated 
October 11, under the heading of Regular 
Army: Corps of Royal Engineers :— 

Lt.-Colonel J. C. B. Wakeford, 
A.M.I.Mech.E. (21824), retires on retired 
pay, October 12, 1946, and is granted the 
honorary rank of Brigadier. 

Brigadier Wakeford is Chief Railway 
Commissioner, Burma. 





Mr. J. A. Williams, who, as recorded in 
our October 4 issue, has retired from the 
position of District Goods Manager, 
Exeter, Great Western Railway, joined the 
company in 1900 in the Rates Department, 
Chief Goods Manager’s Office. Four years 
later he was transferred to the Traffic 
Department and served at various stations 
in the Bristol Division. In 1907 he was 





Mr. J. A. Williams 


District Goods Manager, Exeter, 
G.W.R., 1938-46 


transferred to the Assistant Superinten- 
dent’s Office at Penzance, and after the 
closing of that establishment was attached 
to the staff of the Divisional Superinten- 
dent at Plymouth as District Relief Clerk. 
From 1909 to 1912 he served in a similar 
capacity at the office of the Swansea Divi- 
sional Superintendent. In 1913. Mr. 
Williams returned to the Goods Depart- 
ment, taking up an appointment in the 
Cardiff District Goods Manager’s Office; 
and he remained in the Cardiff District 
until 1927, when he was transferred to 
Birmingham as Chief Clerk to the District 
Goods Manager. In 1932 he was appointed 
Chief Clerk to the Chief Goods Manager. 
Mr. Williams was appointed District 
Goods Manager, Exeter, in 1938. 





Mr. G. J. Dickins has been appointed 
Acting Divisional Superintendent, Trams 
& Trolleybuses (Northern Division), 
L.P.T.B. Since the formation of the 
Board in 1933 he has been Operating 
Assistant and Deputy Operating Superin- 
tendent (Country Buses & Coaches). 





Mr. T. W. Towers, who, as recorded 
in our September 27 issue, has been ap- 
pointed Acting Operating Manager, Trams 
& Trolleybuses, L.P.T.B., on the retire- 
ment of Mr. T. J. Tilston, joined the 
Operating Department of the London 
County Council Tramways in 1911. He 
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was appointed District Superintendent in 
1924, Assistant Divisional Superintendent 
in 1931, and Divisional Superintendent in 
1934, As Divisional Superintendent he 
was closely associated with the conversion 
of the trams in North London to trolley- 
bus operation. 





Mr. D. H. Hawkeswood, Goods Super- 
intendent, Bristol, Great Western Railway, 
who, as recorded in our October 4 issue, 
has been appointed District Goods Man- 
ager, Exeter, entered the company’s ser- 
vice in the Chief Goods Manager’s Rates 
Department in 1911. He saw active ser- 
vice in France and Flanders from 1916 
to 1919, and subsequently with the Rhine 
Army. Shortly after his return to the 
G.W.R. he was appointed Personal Clerk 
to the Assistant Goods Manager (Rates 





Mr. D. H. Hawkeswood 


Appointed District Goods Manager, 
Exeter, G.W.R. 


Department), and from 1922 to 1927 was 
Personal Clerk successively to two Chief 
Goods Managers—Mr. E. Lowther and 
Mr. E. Ford. In 1928 Mr. Hawkeswood 
was placed in charge of the Continental 
Department, Chief Goods Manager’s 
Office, and six years later was associated 
with the formation of a new department 
to deal with matters arising out of the 
Road & Rail Traffic Act, 1933. In 1935 
he was appointed Clerk-in-Charge of the 
Working Department, Chief Goods Man- 
ager’s Office. Early in 1940 he became 
Assistant District Goods Manager, Lon- 
don, and in December, 1941, Assistant 
District Goods Manager, Bristol. Mr. 
Hawkeswood was appointed Goods Super- 
intendent, Bristol, in May, 1944. 





Mr. N. D. Jenkins, Assistant District 
Goods Manager, Cardiff, Great Western 
Railway, who, as recorded in our October 
4 issue, has been appointed Goods Agent, 
Cardiff, entered the service at Cardiff 
Goods Station in 1906. He was trans- 
ferred to the District Goods Manager’s 
Office in the next year, and, after filling 
a number of posts there, was appointed 
Goods Agent, Treorchy, in 1937.. A year 
later Mr. Jenkins returned to the District 
Goods Manager's Office, Cardiff, to take 
charge of the General Section; he became 
Chief Clerk in 1941, and Assistant District 
Goods Manager in November, 1942. 
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We regret to record the death on Octo- 
ber 12, at the age of 67, of Mr. 
James Clayton, M.B.E., M.I.Mech.§., 
M.I.Loco.E., who was Personal Assistant 
to the Chief Mechanical Engineer, South- 
ern Railway, 1923-38. He served his ap- 
prenticeship with Beyer, Peacock & Co, 
Ltd. In 1899 he joined the S.E.C.R. as 
a locomotive draughtsman, and later he- 
came Chief Inspector of Locomotives & 
New Materials. From 1903-04 Mr. Clay- 
ton served with the Motor Manufacturing 
Co. Ltd., Coventry. In 1904 he began to 
work privately for Sir Cecil Paget 
connection with the design of the latters 
experimental locomotive (an article by 
Mr. Clayton describing the “ Paget ” Loco- 
motive was published in The Railway 
Gazette of November 2, 1945, and has 
since been reprinted). In 1905 he joined 





The late Mr. James Clayton 


Personal Assistant to Chief Mechanical 
Engineer, Southern Railway, 1923-38 


the Midland Railway, at Derby, and took 
charge of the Investigation & Casualty 
Section, Running Department; and from 
1907-14 he was Chief Assistant, Locomo- 
tive Drawing Office. He continued to be 
closely associated with the design of the 
“Paget” locomotive. In 1914 he was 
appointed Chief Locomotive Draughts- 
man, S.E.C.R.; he became Personal Assis- 
tant to the C.M.E. (Mr. R. E. L. Maunsell) 
in 1919, and on Mr. Maunsell’s appoint- 
ment as Chief Mechanical Engineer, 
Southern Railway, in 1923, continued as 
his Personal Assistant. Until Mr. 
Clayton’s retirement in 1938, he was Per- 
sonal Assistant also to Mr. O. V. Bulleid, 
the present Chief Mechanical Engineer, 
who succeeded Mr. Maunsell in 1937. 
Mr. Clayton was a past-President of the 
Locomotive & Carriage Institution. 

The following notification appears in 
the Supplement to The London Gazette, 
dated October 4, under the heading of 
Territorial Army—Roval Engineers: 
Engineer & Railway Staff Corps :— 

Major (War Substantive Lt.-Colonel) 
G. E. Rhodes, M.Inst.C.E. (46671), from 
General List, R.E., to be Lt.-Colonel, July 
3, 1946. 

Mr. Percy Carr, North Eastern Area 
Representative of the L.N.E.R. Adver- 
tising Manager since 1932, has retired. 
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Railway Charges Consultative Committee 


Evidence of estimated coal output and the manpower position in 1947 


When the Railway Charges Consultative 
Committee on Monday, October 7, com- 
menced the fourth week of its inquiry, Mr. 
Arthur Francis Hemming, Principal Assis- 
tant Secretary, Ministry of Fuel & Power, 
gave evidence of estimated coal output 
for 1947. 

The Committee consists of Sir Bruce 
Thomas, K.C. (Chairman), Mr. Herbert 
E. Parkes, and Mr. T. E. Argile, 
appointed by the Minister of Transport to 
advise him on adjustment of railway rates, 
fares, and charges. 

The Chairman said that they had been 
told that the railway companies had 
obtained some information from _ the 
Ministry with respect to the expected out- 
put of coal in 1947, and from that figure 
the railway companies had put before the 
Committee an estimate of the tonnage that 
they would expect to carry next year and 
the average receipts per ton they would 
obtain. The figure of output which had 
been given was 186 million tons, and the 
tonnage which the companies estimated 
they would carry was 145 million tons. 


REVISED COAL ESTIMATES 


Mr. Hemming said that the estimate of 
186 million tons, which was made up of 
177 million tons of saleable coal and nine 
million tons, of coal to be obtained from 
open-cast workings, had been made in the 
early part of July, and was the best figure 
that could be given at that time, but he 
was now submitting revised estimates. 

After evidence of the factors which 
governed the estimates, Mr. Hemming 
produced a number of tables by which he 
gave the following estimates for 1947 out- 
put. 

Assuming the miners continued to 
receive one week’s annual paid holiday, 
the low estimate was 187-6 million tons 
and the high estimate 200 million tons. 
If the miners were given two weeks’ 
annual paid holiday, the low estimate 
would be 184 millions and the high esti- 
mate 196:2 million tons. 

There were four factors affecting total 
output of coal in any given period, Mr. 
Hemming explained. First, the number 
of wage earners in the industry; second, 
the number of possible shifts that could 
be worked; third, the rate of attendance 
by the miners; fourth, the output per 
man-shift overall. 

At the beginning of the year there were 
694,000 wage earners in the collieries. 
There was a rise to 699,000 in the early 
part of the year. It remained constant at 
that level, but since about the end of 
August it had fallen. Since then there had 
been a recession in each of the three 
weeks after the lifting of the Esséntial 
Work Order on September 1. In the first 
of those three weeks there was a net 
wastage of manpower to the industry of 
about 800, the second week 900, and the 
third week another 800. 

It would be a mistake,” he said, 
be over-alarmed at this type of caiiean, 
but, at the same time, ‘wrong to under- 
estimate its possibilities.” 

- Throughout the war,” Mr. Hemming 
added, “Bevin Boys, conscripted and 
voluntary, showed a much significantly 
higher rate of manpower wastage, on 
medical grounds, than the ordinary miner. 

“ There is no doubt that a large number 
of these persons who came into the 
industry not of their own choice have 
taken every legitimate opportunity to get 
out, and the wastage on the grounds of 
ill-health has produced an extraordinary 


picture, according to which the younger 
you are, the more likely you are to be 
unfit to work in this industry.” 

The supply of ex-miners from the 
Forces was approaching exhaustion, and 
recruitment next year of ex-miners from 
other industries would be on a much 
smaller scale. 

“It would be reasonable to expect that 
during the last four months of this year, 
gross wastage of manpower might amount 
to 23,000 and gross recruitment to 14,000, 
leaving a net wastage of 9.000 men, which 
would mean that at the end of the year 
there is likely to be 687,000 wage earners 
on the colliery books.” 

He described the recruitment prospects 
in 1947 as “rather more gloomy” than 
those likely for the remainder of the year. 
The raising of the school-leaving age made 
it impossible for any serious person to 
forecast recruitment of juveniles. The 
present high level of employment made it 
extremely difficult, also, to forecast the 
level of recruitment of adult workers 
without previous mining experience. 

Any figure for possible recruitment was 
extremely speculative. Gross wastage of 
manpower for 1945 was 66,000 men. It 
was calculated to be 67,000 for 1946, and 
to remain substantially the same level for 
1947. He thought that about 10 per cent. 
of the Bevin Boys would remain in the 
industry. The rest would leave in 1947. 

“It seems to us the most reasonable 
assumption as regards manpower for 1947 
to expect that, having started the year at 
687,000, it would fall during the year in 
such a manner that the average number of 
wage earners on colliery books throughout 
the year will be 665,000, but there is an 
element of doubt of 5,000 either way.” 

On the factors of the numbers of shifts 
which could be worked, and absenteeism, 
Mr. Hemming said that the prospects of 
reduced absenteeism were very much 
brighter than they had been for a long 
time past. P.A.Y.E. contributed to absen- 
teeism, but the disappearance from the 
industry of Bevin Boys would help sub- 
stantially to reduce both long and short- 
term absenteeism; and more goods in the 
shops next year would provide an incentive 
to those miners who were working less 
than the full number of shifts. 

The transfer of the industry to public 
ownership early next year might be 
expected to have some encouraging effect 
on the general spirit of the miners. 

“ Although 16 per cent. is a likely rate 
of total absenteeism for 1946, it will be 
reasonable to expect that absenteeism for 
1947 will not exceed 14 per cent. and 
might very well fall to 12 or 13 per 
cent.,” he declared. The output per man- 
shift, he estimated, would be 1:02 tons, an 
improvement of 0:02 on 1944 and 1945. 

Output from open-cast workings in 1947 
would be much better than in 1946, and, 
he hoped, would reach 15 million tons in 
1948. There was no doubt that 10 million 
tons would be obtained in 1947 and it 
might amount to 12 million tons. 

When the Committee continued its in- 
quiry on Tuesday, Mr. H. V. Rabagliati. 
K.C., representing the National Coal 
Board, the Mining Association of Great 
Britain, and the Monmouthshire and South 
Wales Coal Owners’ Association, pursued 
the evidence given by Mr. Arthur Francis 
Hemming, who submitted revised estimates 
of coal output for 1947. 

In the tables produced by Mr. Hem- 
ming, Mr. Rabagliati said, there were 
162 different figures for coal output in 
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1947, but Mr. Hemming had quoted the 
highest and lowest estimates in each in- 
tance for one week’s annual paid holiday 
for miners and two weeks’ paid holiday. 
Mr. Rabagliati said he wanted to arrive at 
a mean figure, so that effect of Mr. Hem- 
ming’s evidence could be applied to the 
estimated railway receipts. The mean 
estimate, on Mr. Hemming’s tables, for 
output on the basis of two weeks’ paid 
holiday for the miners, was 190,073 mil- 
lion tons, and the mean estimate on the 
basis of one week’s holiday was 193,752 
million tons. The previous estimate for 
1947 output was 186 million tons. 

Mr. Rabagliati accepted the railway 
companies’ estimate that 77.72 per cent. 
of coal output in 1947 would be carried 
by the railways, and on that basis the 
lower mean estimate would yield an in- 
crease in estimated receipts of £1,094,000, 
and the higher mean estimate an increase 
of £2,083,000. 

Mr. Lionel Heald, K.C., pointed out that 
increased tonnage would mean increased 
working expenditure, and asked that the 
whole question of these estimates should 
be left in the hands of the Committee. 

Mr. Nicholas Kaldor, the economist, 
then continued his evidence. Re-examined 
by Mr. Rabagliati, he said that the post- 
war industrial structure of the country 
would be greatly different from what it 
was before the war as far as railway 
traffic was concerned. In the future, the 
percentage of workers employed in the 
heavy industries would be considerably 
greater than before the war. The increase 
in the metal and chemicals industries 
would be of the order of 35 per cent. 
For all other industries taken together as 
a whole, there would be no increases at 
all, Mr. Kaldor thought. He pointed out 
that the heavy industries, metal and chemi- 
cals, gave higher railway receipts per man 
employed than the light industries. 


PoLicy OF FULL EMPLOYMENT 


Mr. Rabagliati asked Mr. Kaldor 
whether he thought the policy of full 
employment would succeed in 1947. 

Mr. Kaldor: “ Yes, I think it will suc- 
ceed. We are through the most difficult 
part of the transition and transfer of 
labour between industries. During that 
period of change, when temporary unem- 
ployment is unavoidable, we never got 
below the figure of 375,000 unemployed. 
It was expected that temporary unem- 
ployment would be very much higher. The 
policy was successful to a far greater 
degree than was expected. I do not see 
why we should expect that figure of un- 
employment to be higher next year. Also, 
I don’t think we can say, after the evi- 
dence we heard yesterday, that a produc- 
tion hold-up is likely through a coal short- 
age, and the danger of inflation is now 
beginning to recede.” 

Mr. A. W. White, a chartered accoun- 
tant, giving evidence on behalf of the coal, 
coke, iron, and steel interests, said: “ The 
figures submitted by the railway com- 
panies cover a very wide ground. They 
are huge figures, and I, personally, have 
not been able to examine ail the figures 
as I would have liked to hive dene. I 
have not been able to investigate the de- 
tails of the expenditure figures. But what 
has struck me is the extraordinary pessi- 
mism of the railway companies in rela- 
tion to their estimate of anticipated 
traffic.” 

Mr. White said that on the basis of the 
traffic receipts for the first 24 weeks of the 
year, he formed an estimate of the gross 
receipts for 1946 of £341 millions. In 
view of the information, bringing figures 
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of receipts up-to-date, given by the rail- 
way. companies during the course of the 
inquiry, he was now a little doubtful of his 
estimate of £341 millions, and thought that 
£335 millions might be nearer the mark, 
which compared with the railway com- 
panies’ estimate of £321 millions. But. the 
nearer we came to the end of the year, and 
the more information that became avail- 
able, showed that the railway companies’ 
estimate was considerably less than what 
the receipts for 1946 would be. 

One of the tables submitted to the Com- 
mittee by Mr. White was based on the 
railway companies’ estimate of £321 mil- 
lions receipts for 1946. It showed that 
receipts for the first 36 weeks of the year 
had amounted to £232 millions, which re- 
quired receipts of £89 millions for the last 
16 weeks of this year (or £5,562,000 per 
week for the rest of the year) to reach the 
railway companies’ estimated total. But if 
receipts for the last 16 weeks were main- 
tained at the rate of the first 36 weeks, 
they would yield £104 millions (or 
£6,506,000 per week). That would yield 
total receipts for the year of £335-£336 
millions. 

“The purpose of this table is to show 
that the railway companies’ estimate for 
1946 is too low. It almost looks as if the 
railway companies had difficulty in keep- 
ing their estimate of receipts for 1946 
down to £321 millions,” Mr. White said. 
“It would be possible to prepare an esti- 
mate of receipts for 1947 without consider- 
ing receipts for 1946, but if you want to 
get a good estimate, the more facts you 
can have to guide you the better.” 

He thought that the railway companies 
in 1947, at the present level of charges. 
would have a surplus of £22 millions over 
the receipts which they required at the 
increased rates to earn the £38.633.000 
paid to them under the Railway Control 
aaeesenn, and avoid a deficit. 

Mr. Rabagliati: “ You say that the con- 
tinuance of the present charges will result 
in a surplus in 1947. What do you sug- 
gest is the proper course for the Com- 
mittee to take in these circumstances? ” 

Mr. White: “In accordance with the 
instructions given to Committee in its terms 
of reference, it would mean reducing the 
existing charges—to a point somewhere 
between one-third above the pre-July level 
of charges and the July level of charges.” 

On Wednesday, cross-examination of 
Mr. A. W. White continued. 

Mr. Lionel Heald, K.C.: ‘“ You have 
told the Committee that for your estimates 
you are relying on cheap fares to some ex- 
tent, in the. hope that they will bring bigger 
traffic? "—" Yes, it is the principal source 
of increase I thought might arise. 

“You would agree that to qualify that 
increase is an impossible thing? "—“* It is 
very difficult indeed.” 

Mr. Heald referred Mr. White to the 
evidence given on Monday by Mr. A. F. 
Hemming, who estimated increased output 
for 1947, 

Mr. White agreed that Mr. Hemming’s 
estimates were surprisingly more cheerful 
than they would have appeared to be from 
the details of his evidence. He had said 
there would be less men in the mines, but 
greater coal output. 

Mr. Heald: “Can you help the Com- 
mittee by explaining how you reconcile 
that with the Minister’s statement yester- 
day, that, unless there is a 10 per cent. all- 
round saving, there is a grave danger of a 
breakdown in the winter? ’—‘ There are 
other factors which come into account. 
During the winter, as has always been the 
case, we are largely supplied out of stocks. 
I imagine that the Minister’s statement 
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was to the effect, not that production was 
going to be low, but that our stocks are 
low.” 

Mr. Heald: “I don’t think that was what 
he said. According to my report, he said 
he was very worried about production.” 

Mr. Rabagliati, K.C.: ‘“ What advice 
do you leave with the Committee? "— 
“ That the present level of charges will be 
sufficient for next year, and will provide 
the railways with enough receipts.” 

Chairman: “ What you have said about 
adequate coal supplies being available 
must have a very important effect on your 
forecasts, and any material shortage would 
make you modify the views you have ex- 
pressed? °—* Quite.” 

Mr. Robert Schone, Economic Director 
of the British Iron & Steel Federation, 
was called as a witness by Mr. B. J. 
McKenna, who appears with Sir Valentine 
Holmes, K.C. 

Mr. Schone said that the Federation had 
prepared estimates of domestic production 
of pig iron and steel in 1946 and 1947. 
For 1946 there would be 7.700.000 tons of 
pig iron produced and for 1947, 8,500,000 
tons. The Federation’s estimate for steel 
production in 1946 was 124 million tons 
and for 1947, 134 million tons. The in- 
creased 1947 production, Mr. Schone 
thought, would mean additional traffic for 
the railways. 

STEEL IMPORTS 

Replying to a question on steel imports, 
Mr. Schone said: “We are expecting an 
increase in imports of steel. This year 
we expect to have half a million tons, and 
we are planning a programme of increased 
imperts of about 24 million tons next 
year. The Treasury has given approval to 
an import programme of this magnitude, 
and negotiations are under way. 

He said the railway companies had esti- 
mated a total increase in receipts of 
£1.230,000 in classes 1 to 6 of goods traffic, 
of which iron and steel represented 44 per 
cent. of the traffic. 

‘If that £1,230,000 increase in receipts 
were for iron and steel only,” Mr. Schone 
said, ““ We should consider it a conserva- 
tive estimate. Iron and steel increases in 
classes 1 to 6 themselves will be over one 
million pounds.” 

Export of steel would be reduced from 
21 million tons in 1946 to 14 million tons 
in 1947, which would mean a balance of 
15 million tons for domestic consumption 
in 1947 as against 134 million tons in 1946. 

“We are reducing our exports in 1947 
to make additional supplies of steel avail- 
able for home consumption. We are 
acting on the instructions of, and in con- 
junction with, the Board of Trade.” 

Mr. McKeane: “Is domestic consump- 
tion of steel any guide to the domestic 
consumption of goods? ” 

Mr. Schone: “I consider it an important 
indication of the general level of indus- 
trial production in this country. And in- 
creased production of goods will affect 
railway traffic receipts. 

If the Committee thought there was 
likely to be a deficit for the railways in 
1947, and that some increases in rates were 
necessary, it was most important, Mr. 
Schone added, that the existing differen- 
tial on goods traffic should be preserved 
in the interest of full employment and 
our industrial position. 

“] think the railway companies propo- 
sals are unreasonable on the grounds that 
they can be avoided,” he said, adding that 
the steel industry had already borne the 
burden of increased coal prices. 

Mr. Alfred Tylor, K.C.: “ You say 
it would be serious for the steel in- 
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dustry if it had to endure an addi- 
tional cost in transport, and you point 
out that you already bear the burden 
of increased coal prices. Are you sug- 
gesting that because the increase in the 
cost of transport would be a_ burden, 
there should be no increase, even if the 
cost of providing transport services has 
been increased? °—‘‘* 1 am suggesting that 
there should be no increased burden on 
us, and I am further suggesting that such 
an increase probably could be avoided.” 

The Chairman intervened in subsequent 
cross-examination and said to Mr. Tylor: 
“Mr. Schone is saying this: ‘ We think 
that railway traffic next year will be ade- 
quate to produce the desired objective at 
the existing level of charges. But if in- 
creased charges are necessary, deal with 
the steel industry as lightly as you can, 
because of its importance to other indus- 
tries, and, anyhow, maintain the existing 
differentials.’ ” 

Mr. Schone: “ Precisely.” 

Questioned on his desire to see the dif- 
ferential rate between goods and passen- 
ger traffic maintained, Mr. Schone said: 
“My view is based on the seriousness of 
any development which might adversely 
affect the costs structure of industrial pro- 
duction in this country. It is most impor- 
tant that the costs structure of industry is 
kept at the lowest reasonable level to 
facilitate our export programme. I am 
looking at it from the broad national 
interest as an economist.” 

Ar. Schone said that if the increased 
rates which the railway companies were 
recommending were put into effect, there 
would be an increase in the price of 
manufactured steel of 4s. a ton. 


EXISTING DIFFERENTIALS 

Re-examined by Sir Valentine Holmes, 
K.C., Mr. Schone dealt with an allegation 
which had been made by Mr. Tylor during 
the cross-examination, that his desire to 
retain the existing differential between 
goods and passenger traffic was one of 
“ self-interest.” Mr. Schone agreed that 
the differential which the Minister pre- 
served in July in favour of season tickets 
and workmen’s fares was one which 
favoured the working population. The 
differential he introduced for goods traffic 
favoured the price of consumer goods. 

Therefore, what the Minister appeared 
to be doing was to create one differential 
and preserve another to keep down prices 
as far as possible and avoid undue rises 
in the cost of goods. What the Minister 
had made a matter of policy could not be 
regarded as one of self-interest to the steel 
industry. It was, on the contrary, a matter 
of national interest. 

On Thursday Mr. R. Moelwyn 
Hughes, K.C., representing the L.C.C. and 
passenger interests in the home counties, 
urged the retention of the present level of 
charges for season tickets and workmen’s 
fares on the grounds of equity and the 
Government’s policy of full employment. 
The Committee had said in its report 
in 1940 that the majority of goods 
traffic was carried at rates lower than the 
standard charges. In fact, in 1935 receipts 
from exceptional rates merchandise traffic 
provided 69 per cent. of the revenue. 
There had been an increase in such traffic 
since then, and during the past few years 
such a vast quantity of Government traffic 
had been carried—at exceptional rates— 
that the percentage of actual goods 


carried at exceptional rates had reached 
the order of 80 or 90 per cent. 

“If any additional increase in a. 
fares and charges is to be made at all, 
should be borne by those who have nd 
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viously had the benefit of considerable 
reductions. Workmen’s and season tickets 
should be left alone whatever should be 
made of the other forms of traffic,” Mr. 
Hughes said. 

“It is fantastic for Mr. Pope to talk 
about subsidising workmen’s and season 
tickets by keeping them static while raising 
others. If 90 per cent. of the other traffic 
is going to be carried at less than the 
standard charge, and the standard charge 
is retained for season and workmen’s 
tickets, it is true to say that they are 
subsidising other forms of traffic.” 

Referring to the justification for retain- 
ing the present level of charges for season 
and workmen’s tickets on the grounds of 


the policy of | full employment, Mr. 
Hughes said: “ As the Committee has 
pointed out Par le workmen’s and 


season tickets are, and must always be, 
the first and inescapable charge on wages 
and salaries. In the London area you 
have had evidence again and again that 
they form quite a high percentage of what 
the wage earner draws for his work. 

The cost of retaining season and work- 
men’s at their existing level would be 
£1,728,000, Mr. Hughes said. 

“We start off to get that with £500,000 
credit balance shown by the railway com- 
panies’ own estimates; and since the pro- 
ceedings started we have found two other 
sources of benefit: the additional coai 
traffic will produce additional revenue of 
£1,000,000 or £2,000,000—according to 
which view the Committee takes as re- 
gards holidays for coalminers—and the 
figure of £900,000 which will be produced 
in additional revenue for the carriage of 
iron and steel and the necessary materials 
for their production. The — railway 
estimates for 1947 carry within them more 
than sufficient to offset any loss, or any 
lack of increases, due to leaving work- 
men’s and season tickets at their present 


level. The money is there in the kitty.” 
Mr. Hughes said that increases in the 
population and more and better trains 


would mean extra travelling, and for that, 
at least £10,000,000 could be added to the 
estimated receipts for 1947. That sum was 
half the deficiency, and he had no doubt 
that those who appeared for the freight in- 
terests would be able to make up the 
balance! 

Mr. J. P. Graham, representing Southend 
Corporation and the Southend Railway 
Traveller's Association, submitted to the 
Committee that, as a result of the evidence 
that had been heard, not only had “ chinks 
in the railway companies’ armour been 
found,” but that their case for the abolition 
of the differential had collapsed. 

Mr. Leon McLaren, appearing for the 
South West Essex Traffic Advisory Com- 
mittee, directed the Committee’s attention 
to its terms of reference to “aim at an 
equitable distribution of charges between 
the various groups or classes of traffic ” 
in considering adjustments of charges. 

‘In considering | the equitable nature of 
charges,” he said, “ it does seem that par- 
ticular regard should be paid to the person 
who pays them. We have had a member 
of the Coal Board here, and I think it is 
common knowledge that if any expense is 
put upon it, it does not pay it. It is passed 
on to the consumer by an increase in price. 
The British Iron & Steel Federation has 
told us that if the railway companies 
recommendations are adopted by the 
Minister, there will be a further 4s. a ton 
on steel. It would seem, therefore, that 
the charges appearing to be imposed on the 
Coal Board and the Steel Federation 
= in effect, not be paid by them at 
a vg 
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All the activities which had been under 
review—the coal industry, the steel in- 
dustry, the railways themselves and the 
Government’s employment policy—had as 
their ultimate objective the gratification of 
the desire of all to live abundantly, Mr. 
McLaren said, but regard should be paid 
to the impact of the charges te the life 
of the people. For a great number of 
people who were living near the margin 
financially, increased rail fares were likely 
to lead to demands for higher wages. 
In turn, that might lead to industrial stop- 
pages which would defeat the objective 
of increased production and the full em- 
ployment policy. 

“JT ask that passenger fares should be 
scaled down, and goods fares scaled up, 
so there is one common standard,” Mr. 
McLaren said. 

Mr. Jacques Abady, K.C., for the British 
Coking Industry Association, submitted 
that the railway companies’ estimates of 
receipts for 1946 and 1947 were too low 
by £9,000,000 in 1946 and by a greater 
figure than that in 1947. 

At the continued inquiry on Friday, Mr. 
Jacques Abady submitted that, if any 
alterations were made to the existing dif- 
ferential between goods «nd_ passenger 
rates, it would be to the considerable detri- 
ment of the goods consumer. The _ per- 
centage increase in the price of goods to 
the consumer would be much more than 
the percentage increase in transport costs. 

Mr. Abady directed the Committee to 
one of its terms of reference “to have 
regard to the Government’s policy of full 
employment.” 

“| suggest that what that means, 
that you must assume that nobody will 
be unemployed,” he said, “but that the 
efforts of the Government and everything 
it is doing in the way of control is to try 
and ensure that as many pecple as pos- 
sible will be employed. That is the first 
meaning. 

“The other is that when you are 
considering the level of railway charges, 
you are to consider whether what you 
are doing will interfere with the policy 
of full employment; that is to say, whether 
increases which you think might have to 
be added will have the effect of so increas- 
ing costs that it will tend to lessen the 
demand for goods for home and export 
consumption, and, therefore, would lead to 
less net revenue to the railways. 

“My submission is that the respective 
increases which were made by the Minister 
in July were reasonable and did not make 
a differential of the order which the figures 
might create on a piece of paper.” 


is not 


PERCENTAGE OF UNIFORM ADJUSTMENTS 

Mr. Abady suggested that if the Com- 
mittee found it necessary to adjust the 
railway rates either up or down, it should 
treat the existing rates as the basic charges, 
and recommend, not different increases or 
reductions on particular classes of traffic, 
but a percentage uniform adjustment. 

“There might be particular cases in 
which you may feel that you ought to 


make some amelioration, such as _ the 
docks, but not, I submit, for anything that 
will have any substantial effect on the 


resultant railway revenue,” he added. 
The development of the housing pro- 
gramme next year, Mr. Abady continued, 
would mean a greater demand for goods 
in respect of housing, and it would have a 
very favourable repercussion on the rail- 
way companies’ receipts. He also spoke 
of the increased flow of raw materials and 
foodstuff imports into the country as a 
result of the export drive,-and in respect 


-them, 
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of all the circumstances he had referred 
to, he submitted that the Committee should 
adopt a more hopeful outlook for 1947 
than was reflected in the railway com- 
panies’ estimates for 1947. 

Mr. Abady thought that it was un- 
reasonable for the railway companies to 
say that in the last 14 weeks of this year 
there would be a drop in passenger-train 
receipts of £14 millions, and he sub- 
mitted that there was no evidence to justify 
their estimates for goods-train traffic and 
passenger-train traffic receipts in 1947. 

Sir Valentine Holmes, K.C., representing 
the British lron & Steel Federation, the 
National Council of Associated Iron Ore 
Producers, and the Council of Iron Pro- 
ducers, pointed out to the Committee in 
opening his address, that Mr. Nicholas 
Kaldor, who had given evidence, was a 
well-known economist who would hardly 
have risked his reputation by expressing 
views which he knew would be tested next 
year, and could be proved wrong. 


* DIFFERENTIALS SHOULD BE RETAINED” 
“Tam going to ask you on your review 
of the evidence,” Sir Valentine told the 
Committee, “to recommend that railway 
rates should remain as they are, and also 
to say that the distribution of the rates, 
whether they remain as they are at present 
or whether you decide they must be in- 
creased, shall remain as fixed by the 
Minister of Transport ) at the 
differential shall be maintained.” 

Sir Valentine said that there were for- 
midable errors in the railway companies’ 
forecast of the state of trade and indus- 
try in this country in 1947 and in their 
estimate of the effect upon civilian traffic 
of the decrease in Government traffic. The 
latter was an error which had serious con- 





sequences. It had not been, and could not 
be, explained, and affected gravely the 


estimates of the railway companies. 

Sir Valentine explained that, for pas- 
senger traffic in the railway esitmates for 
1947, as compared with 1946, there was 
a drop in Government passenger traffic of 
£18 millions, with no corresponding in- 
crease in civilian or public passenger 
traffic. 

“In my submission, when you look at 
this estimate, it is startling in the extreme,” 
he said. ‘“ How can it be that when men, 
from whom the railways have been earn- 
ing receipts of £18 nillions, come out of 
the Forces, the railways are unable to 
form any view as to the relation which 
such a drop in Government passenger 
traffic will have to an increase in the pub- 
lic passenger traffic? 

Sir Valentine continued: “Surely Mr. 
Kaldor’s estimates are more satisfactory 
than the railway companies? The railways 
fix an exact figure for everything, and then 
say it may be a million out. When you 
are dealing with a matter of considerable 
uncertainty, isn’t it far more satisfactory 
to take, as Mr. Kaldor did, a high figure 
and a low one, and to say ‘ We will come 
to an estimate somewhere between them?’ 
That would be more helpful than merely 
fixing a figure.” 

Sir Valentine, concluding his address, 
told the Committee: 

“] think that with such differences in 
view as have been shown ‘o exist between 
the people who have come here, ali try- 
ing to arrive at honest conclusions, you 
should be left in doubt, and I do submit 
that where there is a doubt, the right atti- 
tude to adopt is not to increase the 
charges, or if you feel you must increase 
to increase them as little as you 
possibly can.” 
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British Railways and the Future 


Joint statement by the main-line railways of the work they have accomplished, 
and their arguments for retaining their present organisation 


The four main-line railway companies 
have issued a 20-page booklet entitied 
“ British Railways and the Future,” pre- 
senting a short statement of fact indicat- 
ing what the railways have done in recent 
years and what they are now doing for 
the continuous improvement of transport. 
It outlines briefly what the conditions of 
transport were when the war broke out, 
how the companies tackled their new tasks, 
what they are doing to adapt their services 
to the needs of the moment, and how they 
plan to anticipate and meet the needs of 
tomorrow. The companies claim that 
they have shown efficiency and economy 
in the conduct of their affairs, and have, 
within the restrictions imposed on them 
by Parliament, met in full their obliga- 
tions to the public in both peace and war. 

While the general question of State 
ownership versus private enterprise is not 
fully argued, the companies suggest that 
the facts stated inevitably will raise, and 
possibly may answer, such questions as :— 

(1) When so much has been done to 
overtake vast arrears of maintenance, is 
this the time for experimenting with State 
ownership? 

(2) Seeing that the Government recog- 
nised in 1939 that many statutory railway 
restrictions were injurious to the railways, 
why should this position not be rectified 
at once? 

(3) The railway companies, in addition 
to their main concern—railways—own 
docks, steamers and hotels; have very large 
interests in road haulage. omnibus and 
other interests; and have wide manufactur- 
ing powers. Does not the complexity of 
their business make State owership un- 
desirable at present? 

(4) It is part of Government policy that 
transport should be self-supporting. Capi- 
tal, however provided, must be re- 
munerated. How will the transfer of the 
railways to the State give better practical 
results? 


The Railways Before 1939 

This section is largely historical, and 
summarises what the railways have done 
towards achieving a new transport system. 
It describes how the swift growth of road 
transport after the 1914-18 war diverted 
large quantities of the most remunerative 
traffic from the railways, leaving them to 
carry the low-rated heavy traffics without 
the compensating benefit which Parliament 
intended they should receive from the con- 
veyance of high-rated traffics under a 
balanced system of rates which compelled 
them to carry coal and raw materials at 
very low rates. It is suggested that various 
proposals designed to equalise the burden 
of track costs for road and rail transport 
are worthy of consideration, and adds that 
the L.N.E.R. board has its own proposals 
on the subject. 


The “ Square Deal” 


The reasons for the initiation of the 
“Square Deal” campaign of 1938-9 are 
recalled, and reference is made to the 
recommendation of the Transport Advisory 
Council in March, 1939, that certain statu- 
tory regulations governing the charges for 
the conveyance of merchandise by rail 
should be relaxed for an experimental 
period not exceeding 5 years, during which 
time the railways should be allowed to 
make such reasonable charges as_ they 
thought fit, subject to certain safeguards. 


Reference is then made to the tremen- 
dous burden which was carried so success- 
fully by the railways during the war, 
despite blackout conditions, enemy bomb- 
ing, release of trained staff to the Forces, 
and so on; and an impressive list is 
appended of tasks undertaken by the rail- 
ways in connection with mobilisation, the 
despatch and maintenance of Expedi- 
tionary Forces, the evacuation of civilians, 
manufacture of munitions, and similar 
duties. 


The First Year of Peace 

The immediate and paramount task is 
that of repairing the railways and bring- 
ing them up to the highest possibile 
standards. For this purpose the companies 
have set aside more than £120 millions 
for deferred maintenance. Nearly 9,000 
miles of permanent way have to be 
relaid completely within the next five 
years, to overtake not only the normal 
track renewals in those years, but also 
the arrears which have accumulated since 
1939. In addition about 2,500 miles of 
line will have to be renewed partly. 

The railways must build 2,800 loco- 
motives within the next five years, a very 
heavy task seeing that the companies were 
able to build only 299 in 1945, while in 
1946 it is estimated that 391 will be built 
by the railways and in private sheps. 
Although the railways are handling a 
much targer volume of traffic than pre- 
war, they have 5,650 fewer passenger 
coaches available owing to the suspension 
of building during the war, losses by 
enemy action, and the large increase in 
the number under and awaiting repair. 
To meet requirements 16,000 coaches will 
have to be built in the next five years. 
In 1945 the railways built 300, and in 1946 
it is hoped they will build 950, and out- 
side firms 600. 

Notwithstanding these difficulties, train 
services have been increased and 
accelerated substantially; many through 
services resumed; cross-Channel services 
reinstated; restaurant car facilities restored 
on 430 trains; and cheap fares and seat 
reservations resumed. 

The arrangements leading up to the 
agreement between road and rail interests 
on a scheme for the co-ordination of road 
and rail freight transport are then re- 
viewed, and the main points of the 
scheme—which was summarised in our 
issue of July 16—are outlined. Since these 
proposals were formulated, it has been 
agreed to extend them to cover iniand 
waterways and coastal shipping. They 
are widely supported, also, by representa- 
tives of trade and industry. 

Although the railways are concentrating 
on the restoration of their lines, equip- 
ment and services, they are preparing a 
long-term programme of vast develop- 
ments. Particulars are given of im- 
portant developments which the companies 
have in mind, and these are outlined in 
an editorial article in this issue. 


Future Operation of the Railways 

The companies feel that :— 

1.—The complete fusion of the present 
systems into a _ single unit would be 
disastrous at the present time. 

2.—It would be a national calamity if 
their organisation, so laboriously evolved 
since 1921, were to be scrapped for the 
sake of intangible advantages. 
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3.—Further unification of management 
is undesirable and impracticable. 

4.—The railways already are more regu- 
lated and controlled than any othe: 
industry. 

5.—Any proposals for the future organi- 
sation of the inland transport services 
should provide freedom of choice by the 
user—a condition which would be met 
without dislocation under their road-rai! 
co-ordination proposals. 

6.—Transport services _ should be 
allowed to earn a reasonable return on the 
capital invested, so permitting new capita! 
to a raised when required. 

7.—The companies should retain the 
right to earn their standard revenues unde: 
the Railways Act, 1921. 

8. ild 
up reserve funds to aie ely in time 
of depression, and to provide dividend 
equalisation funds. 

9.—The annual public review of railway 
working by the Rates Tribunal should be 
continued. 

10.—If the railways are required to pro- 
vide or maintain facilities in the national 
interest which are unremunerative, Parlia- 
ment should meet the cost. 

11.—The railways should be allowed to 
make reasonable charges for the convey- 
ance of traffic and, if Government policy 
requires assistance being given to par- 
ticular traffics through the medium of rail- 
way rates, some new means should be 
devised to make good the loss to the 
railways. 





Closer Working 

While the companies are against fusion 
into a single operating unit, they are 
anxious to extend their closer working 
arrangements so that (a) inter- company 
accounting may be reduced by a revision 
of the existing pooling schemes; (5) joint 
lines should be transferred to one or other 
of the companies to secure economies in 
working and accounting; (c) the owner- 
ship of penetrating lines (or their control) 
should be transferred when desirable; (d) 
general merchandise should be _ concen- 
trated on fewer stations; (e) railway and 
omnibus services should be more closely 
co-ordinated; and (f) the common user of 
privately owned wagons’ should be 
continued. 


Future Basis of Railway Charges 


After mentioning that the present maxi- 
mum level of railway charges varies from 
25 to 334 per cent. above pre-war, com- 
pared with an average increase of 70 per 
cent. in railway costs, reference is made 
to the evidence and estimates submitted to 
the Charges Consultative Committee, 
which has been directed by the Minister 
to advise him as to the best method of 
adjusting railway charges so as to produce 
in 1947 a net revenue approximating to 
the fixed sums payable to the railways 
under the railway control agreement. The 
companies have recommended that the 
existing differentials introduced by the 
Minister in favour of freight train traffic, 
season tickets, and workmen’s fares should 
be discontinued, and a flat increase of 37 
per cent. over pre-war applied to all 
traffic. 

The companies argue that, if railway 
charges are to be influenced by considera- 
tions of national expediency, any resulting 
deficiency in revenue should be borne by 
the National Exchequer and not by the 
other users of the railways. They suggest 
means whereby the position of the 
Treasury could be safeguarded, and make 
particular reference to the Railway Freight 
Rebates Fund. When, in 1929, Parlia- 
ment provided funds out of which the 
local rates on industrial premises, agricul- 
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tural holdings, railways, and other under- 
takings were reduced substantially, it was 
enacted, in the case of the railways alone, 
that the relief they received should be 
transferred to the fund in question and 
used for assisting the coal and other 
depressed industries by rebates from 
railway rates. 

The fund is administered by the Rail- 
way Rates Tribunal and under the Rail- 
way Rebates Act, 1943, the railways are 
now required to pay to the Minister of 
Fuel and Power 80 per cent. of the amount 
which otherwise would be paid into the 
fund, to be used by him for any purpose 
connected with coal marketing; the balance 
has to be used for giving lower rates on 
certain agricultural traffics. The com- 
panies contend that there is no longer any 
justification for depriving them of the 
rating relief granted to other industries, 
and, if it is desirable for national reasons 
to assist particular industries, the 
machinery in question might well be used 
and the fund financed from the National 
Exchequer. 
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Tribute is paid to the experience and 
skill of the staff, who achieved such a 
high level of efficiency before and during 
the war; and to the spirit of mutual 
respect and understanding which has 
existed between the management and the 
staff. 

The railways normally employ 560,000 


workers, and few industries enjoy better 
conditions of service. Of this total 
400,000 have been excepted hitherto 


from unemployment insurance because of 
the security of their job. Free tickets for 
holidays and privilege tickets at all times 
are granted, together with at least two 
weeks’ holiday with pay, and overtime is 
paid when more than an 8 hours’ shift is 
worked. Promotion is by merit, with 
consideration for length of service, and 
many schemes exist whereby men in the 
lower grades can rise to higher positions. 
Schemes for the further improvement of 
staff amenities, and the provision of more 
hostels, are being taken in hand, and staff 
training schemes developed. The existing 
machinery of negotiation between the 


The State and the Railways 


L.N.E.R. proposes operation of the railway system by the companies as 
Government tenants of the fixed assets, as an alternative to nationalisation 


Immediately after the issue of the book- 
let “The Future of the British Railways,” 
by the four main-line railway companies, 
the board of the London & North Eastern 
Railway Company published an 8-page 
memorandum entitled “ The State and the 
Railways.” The introduction explains 
that, while the L.N.E.R. Board of Direc- 
tors is in full agreement with the views and 
recommendations contained in the four- 
company booklet, it is felt that the pro- 
posals can be supplemented with advantage 
by a scheme for dealing with two of the 
major problems that face the railway in- 
dustry at present, namely: (1) the disparity 
in track costs between road and rail; and 
(2) the need for raising capital on the most 
favourable terms for widespread moderni- 
sation and improvement schemes. 

The historical origin of the disparity be- 
tween road and rail track costs is recalled, 
and the public is reminded that the large 
amount of capital required to purchase the 
land and construct the railways was pro- 
vided by private enterprise. The re- 
muneration of this capital is properly a 
charge upon the earnings of the railways, 
and, therefore, a substantial element in the 
make-up of their rates, fares and charges. 
In contrast, however, the road transport 
industry has been built up without any 
similar financial burden. 

The road operator, therefore, is relieved 
to a very large extent of the burden of the 
capital costs of the tracks upon which he 
operates. Taking 1938, for example, about 
one-third of all railway receipts from pas- 
senger and goods services was used to meet 
the maintenance of tracks, and to remuner- 
ate the capital invested in those tracks. 
On the other hand, the payments of road 
transport undertakings to the Exchequer 
represented only one-eighth of their traffic 
receipts. 

The railways are essential to the national 
economic organisation and cannot be 
allowed to become inefficient owing to 
their inability to raise new capital required 
for modernisation and improvement 
schemes. The trust funds built up under 
the Railway Control Agreement are strictly 
earmarked for the overtaking of arrears of 
maintenance during the six years of war. 
These monies, therefore, are not available 
for financing new works. The L.N.E.R. 
alone has, as a first instalment, a pro- 


new works estimated to cost 
£50 millions. The modernisation of the 
railway systems cannot be completed 
unless the new capital required can be 
obtained on terms which will impose the 
minimum burden of interest charges. 

It can be argued that the problems of 
the equalisation of track costs and the pro- 
vision of new capital can be solved readily 
if the whole of the railway undertakings 
are transferred to State ownership. The 
L.N.E.R. board is convinced, however, 
that such a step would be injurious to the 
nation and involve the risk of abandoning 


gramme of 


sound economic principies. There would 
be a real danger that the public and 
trading community would find — their 


interests prejudiced by sharp limitation on 
the free choice of facilities, designed tc 
protect the financial position of the State 
undertaking. The administrative upheaval 
following a transfer to public ownership 
would interfere seriously with the urgent 
task of rehabilitation. 


“Landlord and Tenant” Scheme 


The L.N.E.R. board suggests, as an 
alternative, that the Government should 
purchase on behalf of the nation, on a 
capital basis to be agreed, certain land 
and works, including the signalling of the 
tracks; that is, generally speaking, the 
fixed assets required for the operation of 
the railways. On completion of the pur- 
chase (by Government stock bearing a 
fixed rate of interest) the Government 
would grant each main-line company, at 
an agreed rental, a long-term lease of the 
assets, subject to any consolidation or re- 
arrangement which might be necessary 
for improving operating efficiency. Each 
company would maintain and operate its 
railways for the period of the lease. 

It would be necessary to calculate the 
rent to be paid to the State by the rail- 
ways in such a way as to secure that they 
were placed on an equality with road 
transport as regards the incidence of track 
costs. This, it is suggested, might be 
achieved by assessing the rent at an 
amount equal to the interest payable on 
the stock issued by the Government for 
the purchase of the tracks, less a fixed 
percentage allowance. 


The L.N.E.R. board further suggests 
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railways and the railway trade unions is 
regarded generally as among the best of 
its kind, and every facility is afforded the 
staff for submitting suggestions, which are 
fully investigated by responsible officials. 


Conclusions 


The companies believe that the public 
interest will best be served by continuing 
the existing organisation, on the revised 
conditions mentioned, subject to the 
control of a statutory tribunal for the 
protection of the public against unreason- 
able charges or inadequate facilities. 
Finally, with a present staff of 625,000 
people, assets exceeding £2,000 million in 
value, and with such wide ramifications 
affecting so many interests, the railway 
companies submit that before any railway 
nationalisation proposals are taid before 
Parliament, there should be a_ public 
inquiry before an impartial tribunal into 
the manner in which they have met their 
obligations to the public, and into any 
nationalisation scheme which the Govern- 
ment | ee 


that any net saving secured under this 
arrangement should be passed on to the 
public by way of reduced rates, fares and 
charges. It is proposed, also, that the 
Government stock issued to the railways 
should be transferable by them, with the 
prior approval of the Minister of Trans- 
port and the Treasury, only to finance 
schemes for new works of a capital 
nature, or the acquisition of new rolling 
stock or other requirements. The 
L.N.E.R. board claims that : — 

(1) The nation would acquire a substantial 
interest in the railway system, as it has in the 
roads, and the Government would have a 
voice in the planning of railway capital ex- 
penditure. 

(2) The organisation of the companies 
wea remain intact, and the spirit of enter- 
prise and mutual emulation would be pre- 
served. 

(3) Traders and the public would benefit 
from reductions in charges consequent upon 
the adjustment of the incidence of track costs. 

(4) The correlation of charges between rail 
and road would be facilitated. 

(5) The Treasury would benefit because the 
amount of new Government stock to be 
created would be considerably less than if the 
existing undertakings were to be acquired. 

(6) The possession of the stock by the rail- 
ways would provide adequate resources for 
development and modernisation, whereas 
under nationalisation new issues of capital 
would be required constantly. 

(7) The complicated problem of the distri- 
bution of compensation between the many 
classes of railway stockholders, which is in- 
separable from any nationalisation scheme, 
would be avoided. 

The memorandum is not intended to do 
more than present in broad outline a 
scheme which, the L.N.E.R. board con- 
fidently claims, provides a solution to the 
two main problems specified. The com- 
panies proved during the war how essen- 
tial it was for the national wellbeing that 
their undertakings should be maintained 
in a high state of efficiency. This, they 
consider, can be done only if they are 
placed on an equality with other trans- 
port agencies as regards their liability for 
track costs, and if an adequate supply of 
fresh capital can be made available to 
them on favourable terms for large scale 
works of modernisation and improve- 
ment. Giver these conditions, the 
L.N.E.R. directors are confident of giving 
the finest possible service to the public, 
regular employment for the staff at a fair 
level of wages, and under the best possible 
conditions, and a fair and reasonable 
return to stockholders, 





Notes and News 


Imperial Smelting Corporation Head 
Office Address.—The head office of the 
Imperial Smelting Corporation Limited 
and its subsidiary and associated com- 
panies has been transferred to 37, Dover 
Street, London, W.1 (Regent 8161), but for 
the time being the Alloy and Acid Sales 
Divisions will be housed at 58, Avenue 
Road, St. John’s Wood, London, N.W.8 
(Primrose 5154-9). 

Indian Railway Department Vacancies. 
—Applications are invited for the appoint- 
ments of Chief Designer, Senior Designer 
(Mechanical), and Senior Designer 
(Boilers), in the Railway Department, Gov- 
ernment of India. Candidates for all 
posts must have had practical training, in- 
cluding full apprenticeship or pupilage as 
a mechanical engineer, mainly in locomo- 
tive building contract or railway work- 
shops. See Official Notices on page 455. 

Patents: “Licences of Right.”—Notice 
is given in The London Gazette that the 
indorsements “ Licences of Right” on the 
undermentioned patents were cancelled on 
August 14 last:— 

No. 523,124, in respect of improvements 
in variable electric resistance arrangements 
(grantee: English Electric Co. Ltd.). 

No. 552,991, in respect of improved tem- 
perature indicator (grantee: English Electric 
Co. Ltd.). 

Southern Railway—English Electric 
Interchange of Technical Students.—The 
Southern Railway and the English Electric 
Co. Ltd. have arranged to exchange tech- 
nical students for a 12-months’ course of 
training, to enable them to gain wider 
experience of electrical work. The first to 
go from the Southern Railway is Mr. 
Arthur T, H. Tayler, a draughtsman in 
the office of the Chief Electrical Engineer, 
who within the next few weeks will report 
at the English Electric Company’s works 
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at Stafford, to take up an “electric trac- 
tion” course. Mr. Tayler is 21 years of 
age, and joined the Southern Railway 
from Ardingly College in June, 1942. His 
father, grandfather, and great-grandfather 
were railwaymen. 

Engineer Required.—An engineer is re- 
quired by a specialist firm developing rail- 
way business. Experience in locomotive 
and rolling stock design, and railway prac- 
tice desirable. See Official Notices on 
page 455. 

Colonial Government Appointment.— 
An accounting assistant is required by the 
Government of Tanganyika Territory for 
the accounts department of the railways 
and port services for one tour of 24 to 36 
months in the first instance. Candidates, 
not over 30, should have had a secondary 
education and good general accounting 
experience on a home railway, either in 
the traffic department or in the mechanical 
engineering department. See Official 
Notices on page 455. 

San Paulo Railway Administration.—It 
is reported from Brazil that administrative 
control of the San Paulo Railway is re- 
maining in the hands of the company 
pending settlement of various points aris- 
ing from the Decree of September 14 by 
which the Brazilian Government took over 
the railway. A Decree-Law of October 4 
restored full administrative control to the 
company’s representatives in Rio de 
Janeiro pending settlement of certain 
major details. The terms of the Presi- 
dent’s Decree of September 14 were re- 
ported in our September 20 issue. 


Interoceanic Railway of Mexico (Aca- 
pulco to Vera Cruz) Limited.—A _ general 
meeting of the members of the company 
will be held at 112-114, Cannon Street, 
London, E.C.4, on November 25, at 10 
a.m. for the purpose of having an account 
laid before them, and to receive the liqui- 


The ‘‘ Bournemouth Belle” at Waterloo, Southern Railway 





Sir Eustace Missenden, General Manager, Southern Railway, shaking hands with 
driver G. Robjant prior to the departure of the ** Bournemouth Belle” on her first 
post-war trip on October 7 (see editorial note in last week’s issue). Also present 
are Mr. John Elliot, Deputy General Manager, Southern Railway; Mr. R. M. T. 
Richards, Traffic Manager; Mr. O. V. Bulleid, Chief Mechanical Engineer ; and 
Mr. E. Mathews, Stationmaster, Waterloo 
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dator’s report showing how the 
winding-up of the company has been con- 
ducted and the property of the company 
disposed of, and to hear any explanation 
which may be given by the liquidator; 
also to determine by extraordinary reso- 
lution the manner in which the books, 
accounts, and documents of the company, 
and of the liquidator, shall be disposed of 


Government Control of Leopoldina 
Railway Withdrawn.—Advice has been re- 
ceived from Brazil of the signature of a 
Decree-Law terminating the intervention 








British and Irish Railway 
Stocks and Shares 


Prices 
ou fun 
Stocks £¢ +4 He 
= = 15, = 
1946 . 
G.W.R. 
Cons. Ord. ... .. 608 474 59 2 
5% Con. Pref. we 124$ |) 1044 | 124 - 
5° Red. Pref. (1950) | 1078 1014 | ‘1044 
5% Re. Charge | 1373 120 1294 i 
5% Cons. Guar. ... 1354 117 125+ - 
4°, Deb. ie | 118 106 i154 y 
44% Deb. ... | 1I9S | 108 | 1164 
44°. Deb eee] 1244 hig 123 
5% Deb van oxeh: Ca 124 1334 
24% Deb. ... al 744 914 1 
L.M.S.R. 

. ae a ae 234 29 + 3 
4% Pref.(1923)  ...' 65 50 60 4. 
4°, Pref. ios ...| 804 694 814 2 
5° Red. Pref. (1955) | 106 | 994 | 103} | 
4% Guar. ... 1064 97 1034 
4", Deb. are .--| E104 102 1094 
5°) Red. Deb. (1952) 1104 1034 | 1074 

L.N.E.R. 

5% Pref. Ord. 8} 54 54 t 
Deb. Ord. ... 44 24 aD ee | 
4 First Pref. ont, an 494 58 3 
4% Second Pref. .... 334 244 274 4 
5% Red. Pref. (1955) | 103 96 99 
4% First Guar. we. 1044 95 102 | 
4°, Second Guar. ... 97 894 97 + | 
3% Cab. «as ant 2 824 . 954 t 
4% Deb. ...  ...| 1093 | 101 109 Be 
5° Red. Deb. (1947) 1034 100 99 
44% Sinking Fund 

Red. Deb.... w+ 106§ 103 1054 

SOUTHERN | 

Pref. Ord. ... os: a So i @#@ + It 
Def.Ord. ... dosh ae 204 224 + 4 
5% Pref. ... __..| 1244 | 104] «UI = 
5% Red. Pref. (1964)! 117. 107_—,:*109$ = 
5°% Guar. Pref. | 1353 117 1254 +1 
5’ Red. Guar. Pref. 

(aryl OR RL 
4° Deb Ae 1044 115 1 
5% Deb. ... coup tar 124 133 ¥ 
4% Red. Deb. (1962- 

67) ... re xo 092 1044 1104 (+ 1 
4°, Red. Deb. (1970- | 

80) ... ee wont C008 104 10 + 1 

FORTH BRIDGE 
4% Deb. oe es} 106 103 106 — 
4% Guar. ... »--| 106 101 103 - 

LP-F8. 
44° A" ‘a aii 117 1274 (+ 1 
Oy ees eos} 135 127 1374 +2 
3% Guar. (1967-72)...| 100 974 105 - 
ye alr ooo] CARE 115 122 - 
a. Sa oa seal 58 584 i- | 
MERSEY | 
Ord. ... wa a 314 30 us 
3% Perp. Pref. «| 724 684 7406 ~O— 
4% Perp. Deb. 1045 104 | 106 | — 
3°> Perp. Deb. coat ON 78} 85 | 
IRELAND* 

BELFAsf & C.D. 

Ord. ... Se oly ae 6 7+ — 

G. NORTHERN 
Ord. ... ve i 244 374 
Pref ine 524 423 58 - 4 
Guar 68 2 | - 
Deb 974 874 105} 
IRISH TRANSPORT | { 

Common ... A — | 18/44 + If 
3% Deb. Sn a — 13 | — 





* Latest available quotation 
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Government of India 
APPLICATIONS are invited for the appointments 
of (a) Chief D.signer, (6) Senior Designer 
(Mechanical) and (c) Senior Designer (Boilers) in the 
Railway Department, Government of India. 
Qualifications, etc. 
or post (a), age between 35/40 years, good 

gen.ral and technical education, degree or equivalent 
qualification in Mechanical Engineering or diploma 
of « recognised technical college. For posts (6) and 
(c), age between 30/35 years with good general and 
technical cducation. 
Practical Training. ? 
andidates for all posts must have had practical 
train.ng including full apprenticeship or pupilage as 
a Mechanical Engineer mainly in locomotive building 
contract or railway workshops, and at least for (a) 
12 vears’ and (5) and (c) 5 years’ subsequent draw- 
ing office and design experience. 
Experience. 7. 

for post (a) applicants must have held positions 
involving full personal responsibility for the design of 
steam locomotives, including their boilers, for at 
least 3 years and be capable of supervising the design 
ol steam locos and their boilers in every detail within 
the general requirements laid down by the Railway 
Board. Specifications may call for both plate and 
bar frame construction. 

For posts (b) and (c) applicants must have held a 
post involving responsibility for design of steam loco- 
motives, for post (a) with particular refercnce to the 
mechanical portion, and for (c) with particular refer- 
ence to boiler. Experience in design of locomotives 
with either bar or plate frame essential. ; 

Contract for 5 years. Salary according to quali- 
fications of applicant, and commensurate with the 
importance of the appointments. Leave, free passage 
and Provident Fund. Ue: 

Further particulars and form of application may be 
had on request (by post-card) from the Office of the 
High Commissioner for India, General Department, 
India House, Aldwych, London, W.C.2. J 

Last date for the receipt of applications, Novem- 
ber 6, 1946. 
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OFFICIAL NOTICES 


Cc HARLES ROBERTS & CO. LTD.. Horbury 
Junction, Nr. Wakefield, have vacancy for 
SENIOR DRAUGHTSMAN with experience in either 


Railway Rolling Stock or Structural Steelwork. 
House available. 
THE Hunslet Engine Co. Ltd., Leeds, are urgently 


requiring the services of Senior Draughtsmen. 
Men with Locomotive experience preferred but not 
essential provided applicants can satisfy require- 
ments. Prospects of continuous work with good 
working conditions and canteen facilities.—Apply, 
125, Jack Lane, Leeds 10. 
E NGINEER required by specialist firm developing 
railway business. Experience in locomotive and 
rolling stock design and railway practice desirable. 
Salary, £1,000 p.a., minimum according to qualifica- 
tions.—Apply by letter only, stating qualifications. 
Box No. 23, The Railway Gazette, 33, Tothill Street. 
Westminster, London, S.W.1. 


STATION DESIGN. A striking example of modern 

British practice at the important wayside station 
of Luton. Reprinted from The Railway Gazette, 
July 7, 1944. Price 1s. Post free 1s. 2d. 


BRITISH WORK ON PERSIAN RAILWAYS. 

The achievemi nts and difficulties of the R.Es. 
during the 15 months in which they laid the founda- 
tion for effective aid to Russia. Reprinted from 
The Railway Gazette, February 2 and 16, 1945. 
Price 1s. Post free 1s. 2d. 


TT HE RAILWAY SYSTEM OF JAMAICA. A 

general description of the system and its traffics, 
with an account of economic problems; 
power 
H. R 


the motive 
used; and some features of operation. By 
“ox, B.Sc., M.Inst.C.E., Gencral Manager, 
Jamaica Government Railway. Reprinted from The 
Railway Gazette, January 5 and 12, 1945. Price 1s. 
Post free 1s. 2d. 


Crown Agents for the Colonies 


COLONIAL GOVERNMENT 
APPOINTMENTS 


A PPLICATIONS from qualified candidates 
invited for the following post:— 

ACCOUNTING _ASSISTANT required by the 
Government of Tanganyika Territory for the 
Accounts Department of the Railways and Port 
Services for one tour of 24 to 36 months in the 
first instance. Salary according to qualifications, 
experience and war service in scale £300 by £18 
to £430 a year, plus cost-of-living allowance for 
married men between £80 and £120 a year according 
to number of children. A separation allowance is 
also payable in certain circumstances. Outfit allow- 
ance £30. Free passages and quarters. Candidates, 
not over 30, should have had a secondary educa- 
tion and good general accounting experience on a 
Home Railway, either in the Traffic Department on 
compilation of station accounts or in the Mechanical 
Engineering Department. Apply at once by letter, 
stating age, whether married or single, and full 
particulars of qualifications and experience to the 
Crown Agents for the Colonies, 4, Millbank, London, 
S.W.1, quoting M/N/16281 on both letter and 
envelope. 


are 


66 RAILWAY WONDERS OF THE WORLD” 

(Winchester & Allen). Complete sets wanted. 
asked in first instance.—Box 22, The 
Gazette, 33, Tothill Street, Westminster, 


State price 
Railway 
London, 


NEW BOOK FOR ENTHUSIASTS. “Mile by 

Mile’ describes the Southern Railway system 
between Waterloo and the South and South-west in 
minute detail; 10,000 words and 27 maps, sHowing 
gradients, rivers, tunnels, speeds, times, cuttings, 
bridges, viaducts, etc.; 2s. Od. net from bookstalls, 
or 2s. 3d. post paid from the publisher, Stuart N. 
an, eee Middlesex, England. Foreign post- 
age 6d. 








of the Brazilian Government in the man- 
agement of the Leopoldina Railway, which 
has been in operation since last May and 
was rendered necessary by the abnormal 
labour situation then prevailing. This 
Decree-Law took effect on October 4, 
when full powers of administration were 
restored to the company’s representatives 
in Rio de Janeiro. An account of the 
events leading up to intervention by the 
Government was given in the Overseas 
section of our August 23 issue. Signa- 
ture of an agreement terminating the 
wages dispute was reported in our Octo- 
ber 4 issue. 


Beyer, Peacock Preference Dividend.— 
It is announced that Beyer, Peacock & Co. 
Ltd. will pay a further dividend for 14 
years on its £300,000 54 per cent. cumu- 
lative preference stock. This payment will 
cover the arrears of dividend up to 
December 31, 1945. The company has 
already announced its intention to redeem 
on February 15 next the whole of its out- 
standing 44 per cent. and 5 per cent. 
debenture stocks. 


Southern Railway Track—Ancient and 
Modern.—The 1946-47 Session of the 
Southern Railway Lecture & Debating 
Society opened on October 10 with a 
paper, illustrated with lantern slides, en- 
titted “Southern Railway Track—Ancient 
and Modern” by Mr. Charles E. Lee. 
The meeting was held at the Chapter 
House, St. Thomas’s Street, London 
Bridge, S.E.1, with Mr. C. Grasemann in 
the chair. Mr. Lee pointed out that, as 
successor to the Surrey Iron Railway Com- 
pany (the first public railway, opened in 
1803), the Southern Railway could claim 
to be the oldest public railway system in 
the world. Today there were sections of 
line which had carried railway traffic con- 
tinuously for 140 years. In reviewing this 
long period, he gave brief descriptions of 
conditions 140 years ago, 100 years ago, 
60 years ago, and today. The vote of 
thanks was proposed by Mr. V. A. M. 
Robertson, Chief Civil Engineer, and 


seconded by Mr. R. M. T. Richards, 


Traffic Manager. 


European Timetable Conference.—The 
annual conference to agree to alterations 
in, and improvements to, the European 
through train services for next year opened 
at Montreux on October 10 and will con- 
tinue in session until today, October 18. 
Delegates include representatives from the 
Allied Control Commission, Germany, 
and the railways of the following coun- 
tries: Belgium, Denmark, England, Fin- 
land, France, Holland, Italy, Luxemburg, 
Norway, Poland, Portugal, Sweden, Swit- 
zerland. 


Internal Air Lines Winter Services.—In 
issuing the winter timetables for internal 
air lines, which came into force on Octo- 
ber 7, the British European Airways Cor- 
poration announces that, until the forma- 
tion of its English and Scottish Divisions, 
services are being operated on a three- 
monthly agreement by their former private 
owners. Railway Air Services Limited 1s 
continuing to operate between London 
and Belfast (direct and via Manchester 
and Liverpool); and Great Western & 
Southern Air Lines Limited, in addition to 
the Cardiff—Southampton services, inau- 
gurated on October 7, as reported in our 
October 11 issue, is maintaining shuttle 
services between Bristol and Cardiff, Car- 
diff and Weston-super-Mare, and Pen- 
zance and the Scilly Isles. 


G.W.R. Demonstration Train for P.W. 
Staff—The Great Western Railway is 
carrying out a tour of its system with a 
special train equipped for demonstrating 
mechanised methods of permanent way 
maintenance to the staff. The train con- 
sists of 17 vehicles and a camp coach to 
accommodate the staff of six demonstra- 
tors. Among the portable equipment 
shown in use at the various centres at 
which the train will call are boring ma- 
chines, hedge trimmers, power-operated 
picks, a mechanical shovel which digs and 
loads into a wagon at one operation, and 
an electric generator set for operating 


tools and providing floodlighting for 
night work. The tour will occupy eight 
weeks, and from three to four days will 
be spent at each of the places where 
demonstrations are carried out. The train 
has visited Reading and Plymouth, and it 
will proceed subsequently to the following 
places: Bristol (October 22-25); Neath 
(October 29-November 1); Cardiff Docks 
(November 4-8); Newport (November 12- 
15); Oswestry (November 19-22); and Wol- 
verhampton (November 26-29). 


Great Western Railway Whitewash 
Coach.—At the rear of the 11.10 a.m. train 
from Paddington to Liverpool on October 
16 was attached the G.W.R. special white- 
wash coach in which the engineers in- 
spected every yard of the track between 
London and Birmingham. Recording in- 
struments plotted the journey, and not 
only the slightest irregularity in the 
track showed, but whitewash was dropped 
automatically on any section requiring 
special attention from the platelayers. 
Other such inspections, to be undertaken 
next month, will cover the sections Woot- 
ton Bassett-Swansea; Bristol-Shrewsbury; 
and Swindon to Bristol. 


New Southern Railway Cross-Channel 
Steamer.—On October 15 the Southern 


Railway placed a new vessel, the ss. 
Invicta, in service on the Dover-Calais 
route, where it has replaced the ss. 


Canterbury as the seagoing link in the 
“Golden Arrow” London-Paris service. 
The Invicta is the largest vessel yet built 
for the Southern Railway cross-Channel 
routes to France. She was completed at 
Dumbarton in 1939 by William Denny & 
Brothers Limited, and was requisitioned 
immediately for use as a troopship. !n 
this capacity she carried assault troops 
to Dieppe in 1941, and later sailed to the 
Normandy beaches. The Invicta has two 
independent sets of Parsons steam turbines, 
supplied by Yarrow-type oil-fired water- 
tube boilers. Radar navigational equip- 
ment is installed. Further particulars were 
given in our May 26, 1939, issue. 
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Home rails have displayed outstanding 
strength in generally dull and uncertain 
stock markets. It is a long while since 
activity has been on the present scale 
(dealings on Monday in the home railway 
section totalled 1,276) and stockholders 
will have to cast their minds back many 
years to recall a period when their stocks 
have recorded gains ranging up to ‘three 
points in a single day. The companies’ 
20-page publication * British Railways and 
the Future” had an excellent reception, 
not only because of the statement against 
State ownership (which has been long 
awaited from authoritative quarters) but 
because the reasoned arguments have in- 
creased the view that in the event of 
nationalisation there is an overwhelming 
case for fair treatment for stockholders. 
The pessimistic views in regard to home 
rails, which before the Anglo-Argentine 
agreement in respect of the British-owned 
railways, appeared to predominate in stock 
markets, have now been finally dispersed. 

It is now generally assumed that should 
nationalisation be enforced, there would 
be good grounds for expecting terms for 
stockholders which would justify prices for 
ordinary stocks, and preference stocks 
quoted under par, well above current 
levels. 

Moreover, the L.N.E.R. “landlord and 
tenant scheme” has met with approval as 
an ingenious and workable scheme. Stock- 
holders, who may have felt that the com- 
panies were letting matters drift, should 
now be satisfied that great attention has 
been given to all matters concerning the 
position and future of the railways. 

Stock values showed immediate response 
on Monday, and although best levels were 


not held (partly because sentiment was 
Traffic Table 
Railways Miles Week 
open ended 
Antofagasta 834 6.10.46 
{ Arg. N.E 753 5.10.46 
Bolivar 174 Sept., 1946 
Brazil 
B.A. Pacific 2,771 5.10.46 
B.A.G.S. ‘ 5,080 5.10.46 
B.A. Western.. 1,924 5.10.46 
Cent. Argentine 3,700 5.10.46 
8 Do. 
= | Cent. Uruguay 970 5.10.46 
£ | Costa Rica... a wl = 262 July, 1946 
< | Dorada cay a sl 70 = Aug., 1946 
= Entre Rios .. ol a 808 5.10.46 
Ss G.W. of Brazil 1,030 5.10.46 
5 Inter. Cel. Amer. ... ste 794 Aug., 1946 
UO La Guaira koe sian . 222 Sept., 1946 
os Leopoldina on wos| SS 5.10.46 
<= | Mexican 483 31.5.46 
S| Midland Uruguay 319 = Aug., 1946 
& | Nitrate 382 0,9.46 
N.W. of Uruguay 113 Aug., 1946 
Paraguay Cent. 274 4.10.46 
Peru Corp. 1,059 Sept., 1946 
Salvador 100 July, 1946 
San Paulo 1534 
Taltal ... 156 = Sept., 1946 
United of Havana 1,301 6.10.46 
, Uruguay Northern ... 73 Aug., 1946 
3 J Canadian National ... 23,535  Aug., 1946 
© \ Canadian Pacific . 17,037 30.9.46 
UO 
Barsi Lightt 202 = Sept., 1946 
Beira ... 204 July, 1946 
Egyptian Delta. 607 10.10.46 
3} Manila ‘ 
2] Mid. of W. Australia... 277 ~—| Aug., 1946 
s | Nigeria ‘as 1,900 July, 1946 
> | Rhodesia 2,445 | July, 1946 
South African 13,323 7.9.46 
Victoria 4,774 May, 1946 
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affected by the news of labour troubles in 
the London area) prices closed with good 
gains on the day, after a rally on Friday 
of last week. Monday’s gains included a 
rise of 3 points in L.M.S.R. 1923 pre- 
ference, and L.M.S.R. senior preference 
gained 2 points and the ordinary stock 4 
Great Western moved up 14, Southern 
preferred + and the deferred }. L.N.E.R. 
preferred and deferred attracted specula- 
tive attention and also showed fractional 
rises, and the first preference put on 14, 
although the second preference failed to 
record improvement early in the week. 
As sentiment is apparently still affected by 
recent market calculations as to the value 
of individual stocks on the basis of pos- 
sible schemes of nationalisation compen- 
sation, the emphasis has remained on pre- 
ference stocks with good dividend records. 

Among ordinary stocks Great Western 
is still the most favoured because of its 
good dividend record. On the other hand, 
too much reliance should not be placed 
on detailed suggestions as to compensation 
in the event of nationalisation. In fact, 
from some points of view L.N.E.R. second 
preference and Southern deferred would 
seem relatively undervalued. 

Comparison with a week 
substantial gains; Great Western have 
risen on balance from 56} to 59. L.M.S.R. 
moved up from 27} to 294, the 1923 pre- 
ference from 55 to 60 and the senior pre- 
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Great Western preference and debentures 
recorded gains of half a point. London 
Transport “C” (584), however, failed to 
share in the upward movement as special 
considerations apply in this case; although 
whether or not London Transport were 
included in nationalisation schemes, full 
regard would apparently have to be given 
to the dividend rights of the “C” stock. 
There has been a dull and uncertain 
trend in Argentine rails, the tendency bei ing 
to await the decision as to the capitalis 
tion of the Argentine company which is to 
take over the railway assets. Buenos 
Ayres Great Southern receded from 13! to 
24 and the 5 per cent. preference from 
35 to 334, although the 4 per cent. deben- 
tures strengthened from 794 to 804. 
Buenos Ayres Western went back from 
164 to 154 and the 4 per cent. debentures 
from 784 to 77, and Central Argentine 
issues also reflected the easier trend. the 
ordinary being 94 against 10, although the 
debentures were inclined to rally, the 4 
per cents. at 75} being + better on balance 
Buenos Ayres & Pacific (1912) debentures 
have moved back from 57} to 55 and the 
ordinary stock from 84 to 8. Central 
Uruguay issues reacted, the second deben- 
tures moving down from 38} to 35. 
Elsewhere, however, Argentine North 
Eastern “ C” debentures further improved 
from 384 to 39. San Paulo stocks have 
been favoured on the latest developments 


ference from 79 to 82. Elsewhere, L.N.E.R. and on market estimates of break up 
first preference (54 a week ago) has risen values; the ordinary further improved 
to 57, but on the other hand the second from 98 to 99. Leopoldina 4 per cent. 
preference at 275 lost } on balance, al- debentures were maintained at 59 and 
though the preferred and deferred stocks Antofagasta stocks were better following 
strengthened to 5} and 2} respectively. the decision to repay the 43 per cent. 
L.N.E.R. guaranteed stocks participated in debentures of the Aguas Blancas  sub- 
the rise, while elsewhere, Southern and __ sidiary. 
and Stock Prices of Overseas and Foreign Railways 
Traffic for week 3 Aggregate traffics to date Prices 
uv 
4 Totals — 4 y ~2 
Inc. or dec. 0 Increase or 2o | 34 | 20 
Pe compared =o 19467 1945 6 decrease _ 7 | ae ae 
ait with 19445 Z = a O- 
£ £ £ £ £ 
38,840 9,860 40 1,316,500 1,197,610 118,890 Ord. Stk. 12 82 104 
ps.329,800 ps.6,800 14 ps.4,438,5C0 ps.4,300,406 ps. 138,100 a 10 53 164 
4,314 354 39 38,409 44,105 5,696 6p.c.Deb. 8} 5} 63 
Bonds 25 17 30 
ps.2,440,000 ~ ps.365,000 14 ps.30,028,CCO _ ps.27,€79,000 ps.2,349,000 Ord. Stk. 7 5 84 
ps.2,739,000 —ps.280,C0C 14 ps.45,339,CCO —_ps.43,857,000 ps.1,482,000 Ord. Stk. 133 0 13 
ps.1,055,0C0 + ps. 8,0CO 14 ps.16,4:6,CCO _ ps.15,758,C00 ps.678,000 is 122 9416 
ps.3,058,065 ps.136,<85 14  ps.43,471,5C5 —ps.42,800,100 ps.671,405 os 93 : 94 
fd. 5 i 5 
33,737 4,133 14 468,365 478,764 9,601 Ord.Stk. 74 4 & 
37,093 6,000 4 37,093 31,093 6,000 Stk. 16413 13 
35,400 6,400 35 256,775 243,335 13,440 | Mt.Deb. 103 | 102 1025 
ps.407,100 -ps.21,:00 14  ps.5,879,8C0 ps. 5,875,500 ps. 4,300 Ord. Stk. 74 44|; 7 
35,300 10,900 40 1,103,400 968,700 134,700 Ord.Stk. 30- 236 246 
$831,411 $112,000 34 = $7,303,447 $6,251,918 $1,051,731 
5,949 — 793 39 51,969 56,245 4,276 Sp.c.Deb. 78 70 58 
70,040 3,667 40 2,384,606 2,078,587 3C6,019 Ord. Stk. 44 34) 4 
ps. 1,464,000 - ps.459,100 22 ps.18,661,8C0 ps. 13,441,600 ps.5,220,200 Ord. Stk. 4 : if 
20,392 3,190 8 39,376 36,932 2,444 
3,779 1,673 39 154,480 137,678 16,802 Ord.Sh. 756 676 713 
6,471 1,380 8 11,173 11,183 10 
68,938 12,308 14 856, 1¢7 5857,473 Gi,3C6 Pr.LiStk. 793 77 | 73 
155,779 16,149 13 476,463 422,833 53,630 Pref. 108 | 73) 9% 
¢82,000 c13,C00 5 ¢82,000 c95,000  — c13,000 
Ord. Stk. 60% 50; , 100; 
6,210 3,745 13 13,260 6,665 6,595 Ord.Sh. 17 106 189 
49,926 6,952 14 753,148 635,556 117,552 Ord. Stk. 3 I 2 
1,490 25| 8 2,621 3,397 776 
8,772,000 770,000 31 63,922,500 72,970,500 9,048,000 
2,C00,000 35,250 39 53,661,750 59,170,000 5,508,250 Ord.Stk. 24 148 18 
15,112) — 1,500 | 26 144,427 131,265 13,162 | Ord. Stk. 131 | 123 112} 
91,254 13,909 43 767,420 770,752 3,338 
20,155 4,848 23 272,454 257,800 14,654, Prf.Sh. 10 n 5 
B.Deb. 7! 554 62} 
15,452 — 251 9 29,947 29,470 477 Inc.Deb. | 974) 85 | 75 
369,411 332,848 18 1,490,315 874,172 616,143 
548,983 13,242 43 5,149,364 5,046,558 102,806 
1,148,414 107,095 23 25,317,788 22,751,021 2,566,767 
1,351,280 4,246 _ 


+ Receipts are calculated @ Is. 6d. to the rupee 








